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You call this expense a wise investment, an economy. 


Yet there are few men who can save such a sum as that 
saved by the Otis Inclined Elevator in its movement of freight 
from level to level at dock, terminal, warehouse, factory or store. 
And the salary paid to this machine is not large even the first 
year when including the installation cost. And after the first 
year, when confined to the operating expense, it is less than 
that of any man in your employ. 


All that we ask is the opportunity to show you, with facts 


and figures based on actual installations, what the Otis Inclined: 


Elevator can save you. 


Include this in your TODAY’S mail—a request for the Otis Inclined Elevator 


Booklet to the 


OTIS ELEVATOR COMPANY 


Eleventh Ave. and Twenty-sixth St., NEW YORK. 
600 West Jackson Boulevard, CHICAGO. 


Offices in All Principal Cities of the World. 


—— ISSUED WEEKLY — 


Bntered as second-class matter, January 4, 1913, at the postoffice at Chicago, DIL, under the Act of March 8, 1878 


If a man can save you a big sum 
you are glad to pay him a big salary 
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The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions. and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the corn- 
mercial and transportation interests. 


Sigadquarters, Tacoma Bildg., & North 
La Salle St., Chicago. 
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THE TRAFFIC WORLD 


“Unreported Opinions’ 


On account of the increasing demand for copies of unreported 
opinions, by readers of the Traffic World, our 


SPECIAL SERVICE DEPARTMENT 


in Washington has arranged to furnish copies of these opinions 
at the following low prices: 


Single copies, occasional service, 25 cents per copy and 10 cents 
for each additional copy. 

Single copies, current service, including all unreported opin- 
ions as announced, 5 cents per copy, if not exceeding three 
pages, 1 cent additional for each page in excess of three. 

Single copies complete sets of ‘‘A’’ series to date, 5 cents per copy. 


Send Orders to 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


Sterling, Illinois. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 


a Ball, Pres.; S. A. Smith, Vice- 
W. E. Cullen, Secy. and Traffic 
Divas, Chicago. 
TRAFFIC CLUBS 
The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 
Brooklyn Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 
Traffic Club of Kansas City. Freak M. 
Cole, Pres.; Alfred A. Wild, Secy. 


Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 
The Spokane Transportation Club. Chas. 
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The Traffic Club of Chicago. J. Charles 
Maddison, Pres.; H. harton, Secy. 
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The Traffic Club of Dallas. H. B. Lock- 
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Washington Traffic Club. D. M. Fisher, 
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floor of a large manufacturing concern. 


Buy the best when you are in the market so you will be assured satisfactory results. 


Hummel & Downing Co. 


Chicago’s 
Newest and Biggest 


Storage Warehouse 











Located in the heart of the business district, 
has one million square feet of fire 
proof storage space. 


Short hauls for teams of city customers 
and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus tein ELIMINATED. 


Descriptive Booklet on Request. 





Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 


Phone Canal 5740 
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Every enterprise and every article is judged by Results. 
We are interested in helping you secure satisfactory results (as we have helped many 
others) in packing your goods—not only for economy and convenience in your factory, but 
for getting your goods to customers in perfect condition. 
The above is a photograph showing Hummel & Downing cases giving satisfactory 
results, although they are undergoing a more severe test than the average fibre case will 
receive. This cut shows the cases loaded with 60 lbs. of soap piled fourteen high, on the 
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Typical payne of Mathews Gravity Conveying devices as 
installed for actual use in handling various classes of commodi- 
ties. The Mathews line is universally recognized as standard— 
the oldest and best known. Used and recommended by all lead- 

‘ ing American and foreign manufacturers, wholesalers, shippers 
and warehousemen. Write for catalog. 


MATHEWS GRAVITY CARRIER COMPANY 


BRANCH FACToriES { Terento, Ont. ELLWOOD CITY, PA. 
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HELP FOR THE TRAFFIC MAN 





The Traffic World will next week start a new de- 
partment which, it hopes, will prove of great benefit 
to traffic men. We have obtained the services of a 
practical traffic man of wide knowledge and long 
experience who will have charge of a department 
devoted to answering questions concerning practical 
traffic problems as distinguished from legal prob- 
lems, which are answered by our legal department. 
The two departments will be similarly conducted. 
We invite subscribers who are puzzled by some 
problem in traffic or who wish the benefit of other 
knowledge and experience than their own to bring 
us their troubles and our expert will promptly 
answer their inquiries. The publishers, of course, 
reserve the right to refuse to answer any question 
that it might seem unwise to answer or that in- 
volved too complex a situation. It is not our. pur- 
pose to take the place of the traffic man in any 
sense, but merely to give the traffic man the benefit 
of advice as to fundamental principles and of re- 
search as to facts up to a reasonable point. 


TRAP CAR CHARGES 


The first day’s hearing at Chicago in I. & S. 545, 
the inquiry into trap or ferry car charges, seems 
to indicate that the carriers are inclined to pass the 
buck back to the Commission. In none of the hear- 
ings has there been any great showing of activity 
on the part of the carriers and the authority of 
the examiner in charge seems sufficient for the 
statement that in some instances only protestants 
have presented themselves to be heard. 





There may be at least two reasons for this mas- 


- 


THE TRAFFIC WORLD 645 


terly inactivity on the part of the carriers. What 
the Commission thought about the desirability of 
charging for certain special services now performed 
without charge was made reasonably clear in the 
first decision in the Five Per Cent case and partic- 
ularly in the course of the hearings upon which that 
decision was founded. Perhaps the carriers are 
willing to let the onus of whatever may be the re- 
sult rest upon the Commission without too great a 
struggle to show that such charges are justifiable. 

The occasion for a display of inactivity in up- 
holding the charges contained in the tariffs filed to 
cover special services is further indicated by the 
fact that there is by no means a unanimity of opin- 
ion among railroad officers as to the desirability of 
performing some of these services in the way in 
which they are now performed even if they derive 
no revenue from them. In the case of trap-car serv- 
ice there seems to be no alternative except draying. 
This would mean not only an almost unendurable 
congestion at freight stations, which would, un- 


_doubtedly be the immediate basis of a demand for 


increased facilities, but in a city like Chicago, for 
example, where the street congestion has even now 
reached the endurable limit, any addition to the 
drayage traffic upon the streets should be avoided 
by all possible means. It is quite probable, at least 
in many localities, that the trap-car service is the 
less of two evils, if it is an evil‘at all. 

It would perhaps be invidious to suggest that the 
filing of tariffs on some of these special services 


‘was but the casting of an anchor to windward in 


the early days of the storm. At that time, while the 
original request for permission to advance rates was 
pending, so much stress was laid by Mr. Brandeis 
and others upon the free service which the carriers 
were performing, that it needed not an over pessi- 
mistic view of the situation to suggest that the Com- 
mission might in the end rest upon this alleged con- 
dition as a reason for not. granting the increase 
asked for. For the carriers, it seemed to be a 
“sround hog” case. They must have the revenue 
and if an increase could not be had in one way it 
might perhaps be secured in another. Hence the 
special tariffs were filed, without too much consid- 
eration of what the result might be beyond the im- 
mediate provision of $4.00 per car from a service 
from which no revenue is now being derived. When 
the five per cent increase was granted in a limited 
territory, the windward anchor lost some of its use- 
fulness and the query arose whether the application 
of these charges would not cause a‘condition so 
detrimental that it would not be offset by the, in- 
creased revenue. This may account for the appar- 
ent apathy of the carriers in upholding the provi- 
sions of their tariffs. 

There is, of course, another possible view. It 
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may be that the Commission, in the earlier stages of 
the investigation, conveyed the impression that 
these two sources of increased revenue were of an 
alternative nature and that if the desired increase 
were granted, additional revenue from other sources 
would be less willingly allowed. In any case, the 
impression prevails in some quarters that the final 
allowance of the so-called five per cent increases 
relieved the pressure in certain other quarters, in 
which it had been suggested that additional income 
might be secured. 


THAT TEN PER CENT GIFT 


It has been suggested that the carriers will not, 
as a unit, take advantage of what seems to be the 
ten per cent increase in rates that appears to have 
been handed to them by the passage of the Cum- 
mins bill; and yet, one has to think a long time to 
find any good reason why they should not accept 
the gift, even though it was intended for the other 
side. We are having ample demonstration that the 
judgment of the world is in favor of the dictum 
that everything is fair in war, and there is no ques- 
tion that the relative attitudes of carriers and those 
they serve have frequently resembled the serried 
ranks at the battle front. 


If this in any degree depicts the present relation- 
ship of the carriers and the shippers, why should not 
the carriers accept the favorable turn given by the 
accident of the whole guard sleeping at its post in 
the early hours of March? The liability bill intro- 
duced by Senator Cummins was, to a certain ex- 
tent, intended to penalize the carriers. Because—to 
change the figure—somebody had a glass arm and 
the boomerang came back and disabled his own 
followers, is it any reason why advantage should 
not: be taken of the error, or why another chance 
should be given? 

It is too early to predict what will be the out- 
come of the opportunity afforded the carriers by 
the unexpected circumstance of their adversaries 
firing upon each other in the dark hours just before 
the dawn of March 4. It may be that a refined sense 
of honor will urge the carriers to take no advan- 
tage ; but it is safe to guess that there are a few rail- 
roads to whom the right to collect an extra ten per 
cent upon a considerable volume of freight would 
be an appreciable boon. It might be the best thing 


that ever happened, after all, and if it should prove - 


to be a mistake the error could be rectified in the 
next Congress with the added benefit of impressing 
the desirability of at least a bit of thought and at- 
tention when so important legislation is up for final 
action. 

Every day, however, adds to the volume of testi- 
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mony that the facts and the effect of the proposed 
bill were fully set forth before the committee re- 
sponsible for the reporting of the bill. Mention 
has previously been made of the representations 
made by at least two members of Congress when 
the bill was first under consideration; and in a 
communication published in this issue of The Traf- 
fic World there is explicit evidence that the effect of 
the bill was understood by the efficient and thought- 


ful student of traffic. Can it be possible that by this 


grape-vine route Congress really desired to enact 
some legislation favorable to railroads? 


RAILWAY MAIL PAY 


Ralph Peters, president of the Long Island Railroad 
and chairman of the committee on railway mail pay, rep- 
resenting the railroads of the United States, on March 
22 issued this reply to the charges made by the post- 
master-general against the mail-carrying railroads: 

“In a statement published in the papers this morn- 
ing, Postmaster-General Burleson says that under the 
system whereby the railroads are now paid for carrying 
the mails, ‘the postal authorities are compelled to stand 
helplessly by while the railroads loot the postal revenues.’ 

“This is a very serious charge. It means, if it means 
anything, that a member of the cabinet of the President 
of the United States charges the managements of the 
chief industry in this country with being in a conspiracy 
to rob the government of the United States. 

“Congress appointed a bi-partisan commission to in- 
vestigate the whole subject. That commission, of which 
ex-Senator Jonathan Bourne, Jr., was chairman, recently 
recommended, as the result of its inquiry, the passage of 
a bill which would have increased the pay of the rail- 
roads. Was Senator Bourne’s committee duped by the 
roads, or did his committee become a party to the con- 
spiracy to steal? 

, “It may be possible for a demagogic politician to 
make a charge like this in the heat of a political cam- 
paign, but to inject into a statement issued under the 
egis of the government of the United States such lan- 
guage as that by which the postmaster-general-now seeks 
to express his spleen against the railroads, is unworthy 
of the great office of which he is the incumbent. 


“The fact is that Mr. Burleson, through lack of un- 
derstanding of the postal service and through reliance 
upon advisers who were accused by the joint bi-partisan 
commission of Congress of ignorance of their duties and 
greedy for arbitrary power, is himself permitting the gov- 
ernment of the United States to rob the railroads of at 
least half what is due them for carrying the parcel post. 

“The railroads defy the postmaster-general to point 
to a single act of their railway mail pay committee, in 
its efforts to present the facts in this case to the people, 
which has not been absolutely legitimate. 


“The American people when informed are fair. We 
believe they will repudiate demagogy in every form. All 
the railroads ask is fair play. The postmaster-general 
evidently determined they shall not have it. The rail- 
roads therefore appeal to the people, and they intend 
to present their case as aggressively as they know how, in 
every congressional district in the United States, believing 
that when the next Congress meets the people will voice 
their determination that the railroads shall receive the 
justice which is due them.” 
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CURRENT TOPICS IN WASHINGTON 


- Disposal of Slag.—About as hard 

a case as has come under the eyes 

of anybody connected with the Com- 

mission is that raised by the tariffs 

of the trunk lines increasing the rates 

on furnace slag and refuse, or im- 

posing rates where none have here- 

tofore existed. The first question in- 

cidentally raised is as to whether the 

Commission has any jurisdiction at 

all. The tariffs name no destinations. 

The furnaces are in Pennsylvania, Ohio and West Vir- 

ginia, and the railroad witnesses have testified that there 

are forty miles of average haul. If the hauls are intra- 

state the Commission may or may not have jurisdiction, 

depending largely upon the answer given to the implied 

question as to whether the burden imposed by the cost 

of intrastate service is so great as to raise the question 

of undue preference for the state service as against the 

interstate work. The next question is as to whether it is 

within the province of a common carrier to offer to carry 

4 Gommodity to an undesignated place and dispose of it. 

Theoretically, a carrier only transports. Attorney Burg- 

win, for the Pennsylvania lines, when asked if the fur- 

C which were asked to pay something for the trans- 

portation to an indefinite place would be allowed to say 

where it should be taken, made an emphatic answer in 

the negative. In other words, when the furnaces load 

the slag into the cars, they lose title to their property. 

If it becomes the property of the carriers, there is the 

commodities clause saying, “Nay, nay.” If the slag is the 

property of the consignor, then the company must carry 

it to the point designated by him. Inasmuch as the Car- 

negie furnaces alone produced 229,000 cars of granulated 
slag in 1913, the matter is not trivial. 


Letting the Public Know.—There is a _ well-defined 
hope here in Washington that the hearings in the West- 
ern Advanced Rate case will be finished without resort, by 
Luther Walter, Samuel Cowan, Clifford Thorne and the 
other belligerently inclined gentlemen taking part therein 
to the code duello. There was no such scrapping in the 
eastern case as has been shown in the western. The 
railroads had their press agents at work during the east- 
ern case. Mr. Thorne also helped the newspaper men by 
having prepared synopses of some of the mass of testi- 
mony he presented. If the railroads got more of their 
case before the eye of the public than the shippers, the 
rule to be applied is the ancient one that there is no 
way known to man whereby the man with only one dollar 
can beat the man with two. The railroads thought they 
were in a desperate situation. Therefore, when they 
opened their case, they came prepared to make a show- 
ing, not only to the Commission, but to the public, which 
is the master of the Commission. They had men who 
knew how, to prepare synopses of the testimony *o be 
given. The synopses were accurate, too. They were 
argumentative, too, but so was the testimony. In ap- 
pealing to the public the railroads did exactly what ship- 
pers had been doing for years before. Shippers got the 
law under which the Commission is now acting by means 
ef appeals to the public. The railroad officials were slow 
in taking the public into their confidence, even to the 
extent of being decent to newspaper men, but when they 
came to. the conclusion that the public decided such ques- 
‘lions, they acted and acted intelligently on that basic 
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proposition. They did it in Missouri in the full-crew law 
and they are doing it in Pennsylvania now. 

The P. M. G. Amuses the Populace.—Postmaster-Gen- 
eral Burleson provokes the risibles of those who know 
anything about the relative cost of freight and passenger 
service by his declaration that the railroads are looting 
the revenues of the Post Office Department. Inasmuch 
as the mails are carried on passenger trains and inasmuch, 
further, as nearly every passenger train is saluted as a 
moving deficit, the Texan merely amuses those who have 
had anything serious to do with railroad regulation. The 
per car-mile revenue from carrying the mails is less than 
the revenue from passengers. If there were a reasonable 
profit in carrying passengers under the present conditions 
—each road running many fine trains to competing points 
—the fact that the car-mile revenue from the mails was 
lower than that arising from the passenger traffic would 
not be significant. Another thing in the Burleson state- 
ment that provokes laughter is that the mail service has 
only a remote interest in the passenger terminals. The 
naive assertion is made that the railroads were not pri- 
marily built for the mail service and that therefore the 
mail service is only remotely interested in the passen- 
ger terminals. The postmaster-general obviously never 
thought how much more the carrying of the mails would 
cost if the burden of paying a remunerative rate for 
every train used for the carrying of mails were placed 
on the Post Office Department. The postmaster-general 
might try the experiment of running trains when he had 
enough mail to enable him to pay the cost. New York 
and Chicago might have a daily mail. Thousands of points 
in Texas would get mail about twice or three times a year. 


@8rriers Are Peristent in Filing Tariffs —If nothing is 
ever settled, in a law sense, by act of the Commission, 
how will it be possible for that body to defend itself from 
persistent iteration and reiteration of tariffs by the rail- 
roads? In both decisions in the Five Per Cent case, the 
Commission forbade advances in the lake-and-rail rates. 
But the railroads put on file tariffs restoring the differ- 
ential of 13 cents, first class, between all-rail and lake- 
and-rail as soon after the second decision as they could 
get their tariff men to prepare and file them. If a com- 
plaining shipper had had his case dismissed he might 
talk himself black in the face asking for a rehearing and 
if the Commission could not see any reason for more 
testimony, why, the matter would stand decided so far 
as that complainant is concerned. But not so with the 
carriers. By filing tariffs, they force the Commission to 
hold another hearing. The law says that when they pro- 
pose increasing a rate or rates, the Commission may 
suspend. The tariffs increasing lake-and-rail rates had to 
be suspended. The Commission must grant a hearing, 
even if every Commissioner is satisfied that there is not 
a word of new testimony to be offered in behalf of the 
higher rates. Perhaps the tariffs might be ordered stricken 
from the files, but nobody has the temerity to suggest 
such a method of disposing of something that has been 
decided twice within eight months. Nobody has sug- 
gested raising the question of good faith, either. It is a 
decidedly interesting situation brought about by the per- 
sistence of the carriers. A. E. H. 


ALLOWED TO INTERVENE 
The Ohio Valley Coal Operators’ Association has been 
allowed to intervene in No. 7702, Galloway Coal Co. et al. 
vs. Alabama Great Southern et al. 
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Decisions of Interstate Commerce Commission 


SUBSTITUTION IN TRANSIT 


CASE NO. 6599 (33 I. C. C., 318-321) 


MICHIGAN BEAN JOBBERS’ ASSOCIATION VS. GRAND 
RAPIDS & INDIANA RAILWAY CO. ET AL. 


“Submitted Sept. 1, 1914. Decided March 2, 1915. 


Transit, Substitution of in-and-out Combination.—Prior to 
August, 1912, the Ann Arbor R. R. Co. provided certain 
transit arrangements at points on its line in Michigan with 
respect to shipments of dried beans from points in Mich- 
igan to points in other states, on the basis of through rates 
from points of origin to final destination, plus a transit 
charge. That carrier then withdrew the arrangements and 
subsequently established, both as to dried beans and dried 
peas, specific rates from points on its line to various transit 
points which resulted in combinations that do not mate- 
rially exceed the total charges to shippers under the former 
transit arrangement: Held, That— 

1. The carrier has justified the increased rates to the extent 
herein indicated. 

2. The refusal now to grant the transit arrangements as to 
dried beans is not unreasonable or otherwise unlawful. 

J. B. Daish for complainant. 
W. J. Kelly for Grand Rapids & Indiana Railway Co. 
H. S. Bradley and Smith, Beckwith & Ohlinger for 


Ann Arbor Railroad Co. 
Report of the Commission. 


McCHORD, Commissioner: 

The complainant is an association of jobbers of beans 
in different parts of the state of Michigan. By its com- 
plaint it charges that the transit rates and regulations 
of the Grand Rapids & Indiana Railway Co. as applied 
to dried beans and dried peas are unreasonable and un- 
justly discriminatory, and that the failure of the Ann 
Arbor Railroad Co. to publish transit rates, rules and regu- 
lations as to dried beans and dried peas has resulted in 
rates which are unreasonable and unjustly discriminatory. 
The complainant prays for the establishment of reason- 
able and non-discriminatory rates, rules and regulations 
to be applied to shipments of those commodities when 
stopped for treatment in transit. While the complaint re- 
lates to both beans and peas, we will refer to beans alone 
in the discussion of the case, as'peas are not mentioned 
in the evidence. 


Defendant Grand Rapids & Indiana Railway Co. and 
the complainant agreed at the hearing that the decision 
that might be rendered in Saginaw Milling Co. vs. M. C. 
R. R. Co., 33 I. C. C., 25 (The Traffic World, Feb. 20, 1915, 
p. 380), should control herein as to that carrier, thus 
leaving this case to be now disposed of as to the Ann 
Arbor Railroad alone. 


The Michigan railroads for many years have recog- 
nized the necessity of stopping shipments of beans in 
transit at some point between the point of origin and 
ultimate destination for the purpose of cleaning, picking, 





sorting and otherwise treating them for market, and the 
Ann Arbor Railroad established transit on its line as to 
beans by a tariff effective May 4, 1910, under which ship- 
pers were permitted to stop beans for treatment at various 
points on its line at a charge of $3 per car in addition 
to the through rate from point of origin to final destina- 
tion. It appears that in connection with this tariff there 
were no adequate policing rules or regulations, and it 
being necessary for that reason to cancel the tariff the 
Ann Arbor, in August, 1912, called the shippers on its 
line into conference for the purpose of substituting for 
the transit arrangement a set of specific rates which 
would be fair both to the carrier and to shippers. This 
conference finally resulted in the establishment of an 
intrastate tariff which became effective Dec. 26, 1912, 
naming rates which the carrier and the shippers agreed 
to try out as an experiment, it being understood that if 
these rates should not operate satisfactorily or should 
result in discrimination the shippers would bring the 
matter to the attention of the carrier. The intrastate 
tariff referred to names specific rates on beans both in 
carloads and less than carloads, these rates being in each 
case approximately one-half the class rate applicable to 
beans, which is fifth class in carloads and fourth class 
in less than carloads. Shipments moving beyond the 
transit point take the full class rate from the transit 
point to final destination. These low inbound rates are 
local rates and can be applied without regard to what is 
done with the beans at the transit point, thus dispensing 
with the expense of keeping records and of policing ship- 
ments. The outbound shipments move via any route, and 
less-than-carload lots may be consolidated at the transit 
point. Rates were originally named to 10 picking stations 
at which beans are treated in transit, and this number 
has since been increased to 13. The Ann Arbor Railroad 
Co. now expresses its willingness to name similar rates 
to other picking stations upon reasonable request. 

The following table gives the existing combination 
carload rates, in cents per 100 pounds, to New York, N. Y., 
on shipments originating at points on the Ann Arbor Rail- 
road and concentrated at Howell, Mich., as compared in 
each case with the through rate from point of origin to 
final destination. . 


Through 
Rate on rate 
Rateto Ratefrom combi- from Differ- 
From— Howell. Howell. nation. origin. ence. 
Bagnall, Mich. ....... 7 2716 3444 3314 1 
Marion, Mich. ....... 5% 27% 33 33 0 
Forest Hill, Mich. .. 4% 2746 32 30 2 
Carland, Mich. ...... 4 27% 31% 29 2% 
Vernon, Mich. ...... 3 27% 30% 28% 2 
Annpere, Mich. ...... 2 2746 29% 27% 2 


The following table makes a like comparigon as to 
shipments concentrated at Owosso: 
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Through 
Rate on rate 
Rate to Ratefrom  combi- from Differ- 
From— Owosso. Owosso. nation. origin. ence. 
Bagnall, Mich. ....... 6 28% 34% 33% 
Marion, Mich. ....... 5% 28% 34 33 1 
Forest Hill, Mich .... 4 28% 32% 30 21% 
Carland, Mich. ....... 2% 28% 31 29 2 
Vernon, Mich, ...... 2% 28% 31 28% 2% 
Annpere, Mich. ..... *3% 281% 32 27% 46 


*Includes back-haul charge. 

The two transit points used for comparison seem to 
be representative. The secretary of the complainant asso- 
ciation was the only witness for complainant, and a sug- 
gestion on the part of shippers on the line of the Ann 
Arbor that they would prefer to have the transit tariffs 
uniform throughout the state was the only expression in 
the nature of a complaint by shippers to which he testified. 

The difference between the combination rates and the 
through rates are in general so small that the transit 
charge and the cost to the shipper of keeping records 
under the transit regulations, which items of expense are 
saved to the shipper by the existing adjustment, would 
in some cases probably be sufficient to offset the difference. 

The complainant insists, however, that whatever may 
be true as to shippers on the line of the Ann Arbor, the 
present adjustment is clearly prejudicial to.-shippers on 
connecting lines as compared with the transit arrangement 
formerly in effect which applied to shipments from points 
on these lines, but there is no evidence in the record 
as to the effect upon shippers from points on other lines 
of the substitution by the Ann Arbor of the present ad- 
justment for the transit arrangement, or as to how far 
these shippers are dependent upon the transit stations 
on the Ann Arbor for treatment of their beans in transit. 
Even if we were of opinion upon the facts appearing in 
the record that these shippers ought to have relief, we 
could not grant that relief in this case, for the reason 
that there is no prayer in the complaint that the Ann 
Arbor be required to establish transit regulations in con- 
nection with other carriers, and’ the connecting carriers 
are not parties to the complaint. The mere fact that 
these carriers formerly joined with the Ann Arbor in 
transit arrangements as to the beans does not warrant 
the conclusion that they would now be willing to do so. 

The rates on combination approximate the joint 
through rates from points of origin to ultimate destination, 
as illustrated in the foregoing tables. We are not inclined 
upon the facts appearing in this record to require the 
carrier to establish a transit arrangement. Differences 
of and under 1% cents per 100 pounds between the com- 
bination rates and through joint rates are justified. But 
in no instance should the difference exceed 1% cents 
unless a back haul should be involved. The situation as 
to this feature is not shown. There may be such instances 
as would indicate the propriety of slightly greater vari- 
ances than those herein fixed, in which event the charge 
should be commensurate with the out-of-line haul. 

No particular shipment of beans is now before us. 
Whether or not the movement to the transit point is 
part of an interstate movement will depend in each case 
upon all of the relevant circumstances and conditions. 
What we have said in this case can apply only to cases, 
if any, where the shipments are handled’in such a way 
that the movement to the transit point is part of an 
interstate movement. While the intrastate tariff has not 
been filed by the carrier with this Commission, it is made 
a part of this record. The carrier should now file this 
tariff with the Commission. 

On the assumption that this action will be taken, and 
upon all the facts and circumstances shown of record, we 
are_of the opinion that the failure of the Ann Arbor 





Railroad Co. to grant the right of transit with respect 
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to dried beans under through rates from point of origin 
to final destination is not unreasonable or otherwise un- 
lawful. We are further of opinion that defendant Ann 
Arbor Railroad Co. has shown that the rates which have 
resulted from the substitution of combination rates to 
and from transit points have been justified to the extent 
herein indicated. 
The complaint will be dismissed. 


THROUGH ROUTE CANCELLATION 


1. AND S. NO. 507 (33 I. C. C., 322-324) 
LUMBER RATES TO CENTRAL FREIGHT ASSOCIA- 
TION AND TRUNK LINE TERRITORIES. 
Submitted Jan. 2, 1915. Decided March 1, 1915. 


Through Route Cancellation Justified.—Proposed cancellation of 
through routes and joint rates on lumber from points in 
Louisiana and Arkansas to central freight association and 
trunk line territories via East St. Louis, Ill.,.and Toledo, 
St. Louis & Western R. R., and via Flinton, Ill., and IIlli- 
nois Southern Ry., found td have been justified. 


R. A. Thomann for W. T. Ferguson Lumber Co. 

E. A. Haid for St. Louis Southwestern Railway Co. 

Cc. C. P. Rausch for St. Louis, Iron Mountain & South- 
ern Railway Co. 

W. W. Collin, Jr., for New York, Central lines; Balti- 
more & Ohio Railroad Co.; Baltimore & Ohio Southwest- 
ern Railroad Co.; Cincinnati, Hamilton & Dayton Railway 
Co., and Pennsylvania lines. 

' y. W. Allison for Baltimore & Ohio Southwestern Rail- 
road Co. and Baltimore & Ohio Railroad Co. 

S. L. Dorr for Toledo, St. Louis & Western Railroad 


Co. 
Report of the Commission. 


BY THE COMMISSION: 

The tariffs under suspension, Missouri Pacific and St. 
Lous, Iron Mountain & Southern Railway companies I. C. 
C. No. A-2390, supplement No. 7, St. Louis Southwestern 
Railway Co. I. C. C. No. 3251, supplement No. 4, and 
I. C. C. No. 3252, supplement No. 17, published to take 
effect Aug. 15, 1914, proposed to cancel joint through 
rates on lumber from Arkansas and Louisiana points on 
the St. Louis, Iron Mountain & Southern, hereinafter 
called the Iron Mountain, and on the St. Louis South- 
western, hereinafter called the Cotton Belt, to western 
termini and other points in Central Freight Association 
and Eastern Trunk Line territories. Upon protests filed 
by lumber shippers, the tariffs were suspended until June 
13, 1915. 

The rates proposed to be canceled apply through East 
St. Louis, thence over the Toledo, St. Louis & Western 
Railroad, hereinafter called the Clover Leaf, and connec- 
tions; also through Flinton, Ill., which is south of East 
St. Louis; thence over the Illinois Southern Railway and 
connections. The connecting lines are the Baltimore & 
Ohio, New York Central and Pennsylvania lines, all of 
which lines reach East St. Louis, and are parties to joint 
through rates through East St. Louis 1 cent higher than 
the rates proposed to be canceled. Prior to the decision 
in Davis Bros. Lumber Co. vs. C., R. I. & P. Ry. Co., 26 - 
I. C. C., 257 (The Traffic World, March 8, 1913, p. 595), 
the same joint rates applied over the routes in contro- 
versy, but in that case the Commission reduced the rates 
on lumber from Arkansas and Louisiana points on the 
Chicago, Rock Island & Pacific to Cincinnati, O., 1 cent 
per 100 pounds, with the result that the joint through 
rates from such points of origin through Cincinnati to 
final destinations in Central Freight Association and West: 
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ern Trunk Line territories were reduced 1 cent per 100 
pounds. The Iron Mountain and Cotton Belt are in active 
competition with the Rock Island, and in order to retain 
their traffic requested their connections east of the Mis- 
sissippi River to join in through rates through East St. 
Louis 1 cent lower than the joint through rates then in 
effect through that gateway. The Baltimore & Ohio, New 
York Central and Pennsylvania lines refused to comply 
with the request except on the condition that the Iron 
Mountain and Cotton Belt should absorb the whole shrink- 
age proposed, which the Iron Mountain and Cotton Belt 
in turn refused to do. The Clover Leaf and Illinois South- 
ern, however, agreed to the lower joint rates proposed, 
which were thereupon published over these lines in con- 
nection with the Baltimore & Ohio, New York Central 
and Pennsylvania lines as delivering carriers, under au- 
thority of standing concurrences previously given by them 
to the Iron Mountain and Cotton Belt. The delivering 
lines objected to this action, and when their objection 
proved unavailing revoked the concurrences referred to. 
The Iron Mountain and Cotton Belt thereupon filed the 
tariffs under suspension. 

The witness for the principal protestant, which cper- 
ates mills in Louisiana and Arkansas, states that joint 
through rates through East St. Louis as low as the joint 
through rates through Cincinnati are desirable, as ship- 
pers more readily secure the necessary equipment over 
the routes through East St. Louis, and the service is more 
expeditious. A representative of the Clover Leaf states 
that the Clover Leaf is willing to absorb whatever shrink- 
age is necessary to meet the competition through Cin- 
cinnati. The distances through the different gateways are 
substantially the same. The general increase in rates 
in Central Freight Association territory recently allowed 
increased the joint through rate through Cincinnati to 
Pittsburgh, a representative destination point, from 33 
cents to 33% cents. Tariffs published to take effect 
March 1, 1915, which propose to increase the rate to Pitts- 
burgh over the route here involved from 33 cents to 33% 
cents, and over the normal route through East St. Louis 
from 34 cents to 34.9 cents are under suspension. 

The Baltimore & Ohio, New York Central and Penn- 
sylvania lines show that the Clover Leaf and Illinois 
Southern routes deprive them of the hauls from East St. 
Louis to points of connection with the Clover Leaf and 
Illinois Southern which they have under the normal routes 
through East St. Louis, and contend that compulsory par- 
ticipation in the rates proposed to be canceled would dis- 
turb the long-standing relative adjustment of lumber rates 
between East St. Louis and various Ohio River crossings 
served by the eastern trunk lines. 

Upon all of the facts disclosed we find that respond- 
ents have justified the cancellations proposed, and an 
order vacating our suspension order will be entered. 





ORDER. 

It appearing, That on Aug. 10, 1914, the Commission 
entered upon an investigation concerning the propriety of 
the increases and lawfulness of the rates, charges, regu- 
lations and practices stated in the schedules designated 
as follows: The Missouri Pacific Railway Co., St. Louis, 
Iron Mountain & Southern Railway Co., supplement No. 
7 to I. C. C. No. A-2390, and St. Louis Southwestern Rail- 
way Co., supplement No. 4 to I. C. C. No. 3251 and sup- 
plement No. 17,to I. C. C. No. 3252, and subsequently 
ordered that the operation of said schedules be suspended 
until June 13, 1915; 

It further appearing, That a full investigation of the 
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matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and they are hereby, vacated and set 
aside as of March 24, 1915. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers respondent herein, parties to said 
schedules, and that a copy hereof be filed with said sched- 
ules in the office of the Commission. 


CLASS RATES TO BELOIT, WIS. 


CASE NO. 6981 (33 I. C. C., 324-329) 
H. ROSENBLATT & SONS ET AL. VS. ANN» ARBOR 
RAILROAD CO. ET AL. 


Submitted Dec. 4, 1914. Decided March 8, 1915. 
Beloit Class Rate Record Insufficient.—Complaint that class rates 


from Central Freight Association and Trunk Line territories 

to Beloit, Wis., are unreasonable and unduly prejudicial to 

the extent that they exceed the class rate contempo- 
raneously applicable from the same points of origin to 

Rockford, Ill., not sustained by the evidence of record. 

Complaint dismissed. 

G. M. Stephen for complainants. 

D. P. Connell for New York Central lines. 

W. O. Johnson and H. C. Snyder for Erie Railroad 
Co, and Chicago & Erie Railroad Co. 

G. W. Kretzinger, Jr., and S. L. Strauss for Grand 
Trunk Western Railway Co. . 

James Stillwell and J. T. Johnston for Pennsylvania 
Co.; Pittsburgh, Cincinnati, Chicago & St. Louis Railway 
Co., and Vandalia Railroad Co. 

Nathaniel Duke for Delaware, Lackawanna & Western 
Railroad Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. ; 

Cc. C. Wright and R. H. Widdicombe for Chicago & 
North Western Railway Co. 


Report of the Commission. 
McCHORD, Commissioner: 

The complainants herein are five corporations and 
one partnership engaged in business at Beloit, Wis. They 
attack as unreasonable and unduly prejudicial the class 
rates from Central Freight Association and trunk line 
territories to Beloit. Beloit is southwest of Milwaukee 
and northwest of Chicago, and via the short lines is 82 
miles from Milwaukee and 91 miles from Chicago. It is 
a city of about 18,000 inhabitants and is served by the 
Chicago & Northwestern and the Chicago, Milwaukee & 
St. Paul railways. It is just north of the Illinois line, 18 
miles north of Rockford, Ill., and complainants are asking 
for the Rockford basis of rates. The short-line distance 
to Rockford from Milwaukee is 103 miles and from Chi- 
cago 85 miles. The distance from points in Central 
Freight Association territory and trunk line territory to 
Beloit and Rockford are therefore approximately the same. 

Rockford is in the so-called percentage territory. Its 
rates are 116 per cent of the New York to Chicago rate. 
The percentage adjustment, which applies between points 
in trunk line and Central Freight Association territories 
generally, is fully described in Saginaw Board of Trade 
vs. G. T. Ry. Co., 17 I. C. C., 128, and will not be referred 
to in detail here. It will be sufficient in this report to 
say with respect to that adjustment that it is the result 
of the competition of carriers to the upper Mississippi 
River crossings with the one-line routes to St. Louis for 
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the traffic from trunk line territory to the Missouri River. 
The northernmost line of railway to the upper Mississippi 
River crossings involved in this adjustment is that of the 
Illinois Central Railroad from Chicago to Dubuque, Ia., 
and it is this line of that carrier that establishes the 
northern boundary of the percentage territory. Rockford 
is on this line 85 miles west of Chicago and 97 miles east 
of Dubuque, and in common with other Illinois points 
intermediate to the Mississippi River and on and south 
of this line is accorded the percentage basis. Beloit, as 
stated, is 18 miles north of this line of the Illinois Cen- 
tral, and Beloit’s rates, like those to other Wisconsin 
points in the same general territory, including Fond du 
Lac, Janesville and Madison, are made, from trunk line 
territory, by combination of the intermediate rates to and 
from Milwaukee, Chicago or Burlington, Wis., all of which 
are 100 per cent points. Burlington is southwest of Mil- 
wauke and by an indirect route intermediate to Chicago 
and Milwaukee via the Minneapolis, St. Paul & Sault Ste. 
Marie Railway, and is therefore given the Milwaukee rate. 
Proportional rates are published from Milwaukee to Beloit 
on traffic from the east on practically the same basis 
as the local rates from Burlington. There are no joint 
through rates to Beloit from trunk line territory. 

From Central Freight Association territory the joint 
through class rates to Winona, Minn., are applied as max- 
ima to Beloit. These class rates, however, are practically 
never used on Beloit traffic because usually the combina- 
tion of intermediate rates to and from Milwaukee or Chi- 
cago is lower than the class rate, and these combinations 
as fast as called to the attention of the carriers are pub- 
lished as through rates to Beloit. These lower combina- 
tions have been published as through rates on practically 
all commodities. 

This complaint is comprehensive and involves rate 
adjustments and rate-making principles of importance. 
The evidence to support the complaint should therefore 
be clear, adequate and convincing. We are at once im- 
pressed with the inadequacy of complainants’ evidence 
in this case, and in order that the statement may not 
rest upon mere generality we deem it necessary and 
proper to refer to this evidence somewhat in detail. 


The witnesses for complainants were three business 
men of Beloit and a rate expert. One of these witnesses 
was a manufacturer and jobber of men’s clothing, in- 
cluding overalls, shirts, pants, mackinaws and knit goods 
of all kinds. He testified in substance and effect that 
he sells principally in Wisconsin, Illinois, Minnesota, the 
Dakotas and Iowa, purchasing his raw material and some 
manufactured goods in the East and South, knit goods 
coming chiefly from New York state; that his competitors 
are in Rockford and Dubuque, principally, and Burlington, 
Wis.; that in certain territory he is compelled to shrink 
his profits to sustain the volume of trade. The testimony 
of this witness contains no mention of specific rates paid 
or of what use, if any, is made of the class rates which 
are attacked. The competition alleged is apparently to 
a considerable extent with other Wisconsin points, in- 
cluding Janesville, Fond du Lac, Sheboygan and La Crosse, 
to which points the general basis for constructing rates 
is the same as to Beloit. Others of the cities mentioned 
as competitors, namely, Burlington and Milwaukee, take 
the Chicago basis of rates from trunk line territory. We 
do not understand that the complaint is based upon a 
comparison with Chicago. Furthermore, it appears that 
as to the articles jobbed from Burlington and Milwaukee 
in competition with this complainant, no competition is 
met from Rockford because those articles are not made 
in Rockford, and the competition alleged from Fond du 
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Lac, Sheboygan, Appleton and Green Bay does hot extend 
to those articles dealt in by this complainant which are 
most. affected by the rates of freight. 

Another witness was connected with a wholesale com- 
mission house dealing in fruits and vegetables. His 
testimony is to the effect that his principal competition 
is from Rockford and Milwaukee. The testimony of this 
witness concerning the relation of Rockford and Beloit 
rates on the traffic handled by his firm is not specific 
and definite in any particular. Nor does it show whether 
the competition alleged is greater from Rockford than 
from Milwaukee, or disclose definitély the competitive 
situation of Beloit with respect to either of these points. 
With respect to fruits and vegetables from Chicago the 
tariffs on file show that while the class rates are slightly 
higher to Beloit than to Rockford, commodity rates, where 
published, are the same to both points. 

Another witness testified generally relative to the city 
of Beloit, its population and industries. Eleven business 
houses were mentioned which were said to employ about 
3,700 men and women. Asked on cross-examination what 
rates he was complaining of, he said bar iron and coke 
from Pittsburgh; that the bar-iron rate is 23% cents per 
100 pounds and the coke rate $3.45 per ton. 

The tariffs on file show that the bar-iron rate is 23 
cents per 100 pounds and the coke rate $3.05 per ton. 
No evidence was offered with respect to the reasonable- 
ness of these rates. 

The testimony of complainants’ rate expert consisted 
of a general explanation of the difference in the methods 
of constructing the Beloit and Rockford rates and three 
rate exhibits. One of these exhibits is a comparison of 
the Beloit, Rockford and Mississippi River class rates 
from Buffalo, N. Y., the Mississippi River rates being 
those resulting from the Commission’s decision in the 
Missisippi River case, 29 I. C. C., 530. Buffalo is on the 
dividing line between trunk line and Central Freight as- 
sociation territories and\on Beloit and Rockford traffic 
is in Central Freight Association territory. This exhibit 
is as follows: 


From Buffalo, 

N. Y., to— iles. 1 
Beloit 
Rockford 


5 6 
$0.335 $0.275 
225 -185 


2 3 4 
$0.74 $0.56 $0.39 
d -485 .37 .26 
Mississippi River 663 5 .515 -395 .275 24 .20 

As previously stated, the Beloit class rates from Cen- 
tral Freight Association territory are the Winona, Minn., 
class rates applied as maxima, but in view of the pub- 
lication from time to time of the lower Chicago or Mil- 
waukee combinations, they are practically never charged 


on Beloit traffic. This witness admitted that the rates 
shown in this exhibit are not the rates actually applied 
on Beloit traffic, and that he “did not think it was neces- 
sary to burden the record up with a lot of exhibits show- 
ing the combination of locals and the rates that were 
really charged * * * it would be a two weeks’ task 
to go through and draw up such an exhibit.” This witness 
stated in connection with this exhibit that it was unrea- 
sonable to charge the combination of locals to Beloit while 
to Rockford rates were lower than the combination. On 
first class from Buffalo, for instance, the rate was said 
to be 29 cents less than the combination of locals. 
Another exhibit is a comparison of the class rates 
from New York, N. Y., in trunk line territory, to Beloit, 
Malone, Iowa, and Cedar Rapids, Iowa, and is herewith 


reproduced: 


From New 
York, N. Y., to— 
Beloit 


5 


Miles. 4 
$0.485 $0.40 
498 


1 2 3 
$1.03 $0.875 $0.69 
Malone 1,064 1.056 .916 -704 ? -414 
Cedar Rapids 1,131 1.108 -957: -749 -524 .433 


Malone is on the Chicago & North Western Railway 
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14 miles west of Clinton, la., an upper Mississippi River 
crossing and percentage point. The witness points out 
that Beloit is only 18 miles from Rockford and 42 miles 
from Burlington, both percentage points. Cedar Rapids 
is on the Chicago & North Western Railway 67 miles 
west of Malone. 

A third exhibit is a comparison of class rates from 
New York to Beloit and to the upper Mississippi River 
crossings (Clinton), résulting from the Commission’s de- 
cision in the Mississippi River case, supra, and is as 


follows: 
From New 
York, N. Y., to— Miles. 1 2 3 4 5 6 
Gn eR Se icccée 1,050 $0.90 $0.78 $0.60 $0.42 $0.36 $0.30 
pO ae 1,003 1.03 .875 -60 -485 .40 -36 


The rates shown in the foregoing exhibits are those 
that were in effect at the time the complaint was filed 
and heard. Certain increases have since been made affect- 
ing both Beloit and Rockford. 

The foregoing is in substance a digest of complain- 
ants’ evidence in this case. In their brief they submit 
an “exhibit showing rates from points in Central Freight 
Association territory to Beloit, Wis., Rockford, Ill., and 
Caledonia, Ill.” Caledonia is a percentage point. The 
points of origin shown in this exhibit are Columbus and 
Cleveland, O., Detroit, Mich., Pittsburgh, Pa., and Fort 
Wayne, Ind. This statement was not offered in evidence, 
and no rates were stated at the hearing as applicable 
from points named therein except in a general way in 
the case of Fort Wayne. 

The record contains the statement that the rates to 
Rockford were reduced in 1905, while the rates to Beloit 
remained the same. It was suggested also that the rates 
to Rockford have been further reduced as a result of 
our decision in the Mississippi River case, supra. The 
record does not disclose, however, the relation between 
the rates to Rockford and to Beloit before these reductions 
were made, nor is there any evidence showing what the 
rates to Rockford were prior to these changes or how 
they have been affected thereby. If as a result of that 
decision reductions were made to points in Illinois on 
the line of the Illinois Central without a corresponding 
readjustment of rates to related points in southern Wis- 
consin that resulted in discriminations against the latter 
points, the evidence of record is wholly insufficient to 
establish that fact or whether they are such as the law 
condemns. The fact that the rates to Beloit are made 
on combination, while the rates to Rockford are stated 
in percentages of the New York-Chicago rates, is not in 
itself proof of unlawful discrimination. 

In the case now before us the burden of proof was 
upon the complainants, and in our view the foregoing 
review of their evidence clearly shows they have not met 
the issue. The Beloit rates are closely related to rates to 
other Wisconsin points and before they are changed by our 
order the justification should be clearly shown. We are 
strongly reminded by this record of what we said in 
Dallas Freight Bureau vs. M., K. & T. Ry. Co., 12 I. C. C., 
427, 433: 


We are authorized under the act to order a reduction in 
rates only when it is made to appear that they are unjust, or 
unreasonable, or unjustly discriminatory, or unduly preferen- 
tial. Complainants must, therefore, prove the issues that they 
raise by competent testimony or make out a prima facie case 
sufficiently clear and strong to require the Commission in the 
public interest to enter upon am investigation of its own to 
ascertain the merits of the complaint. 


Our judgment upon the whole record is that the com- 
plainants have not satisfied the requirements of the law 
as thus stated. 

Reference was made by complainants to possible 
fourth section violations resulting from Rockford traffic 
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being routed via Milwaukee and Beloit. The extent to 
which such violations occur, if at all, is not shown. 
An order will be entered dismissing the complaint. 


LIMITATION OF IMPORT RATE 


CASE NO. 6939 (33 1. C. C., 330-331) 
NATIONAL DOCK & STORAGE WAREHOUSE CO. VS. 
BOSTON & ALBANY RAILROAD CO. ET AL. 


Submitted Nov. 20, 1914. Decided March 8, 1915. 


Import Rate Limitations Unobjectionable.—The tariff of the 
defendants providing that the import rate should not apply 
unless traffic was stored in customs bonded warehouses or 
delivered to carrier direct from the ship side does not sub- 
ject complainant to unjust discrimination under section 2 
of the Act to regulate commerce, nor to undue prejudice 
under section 3. 


Robert Homans for complainant. 
George H. Fernald and R. Van Ummersen for defend: 


Repert of the Commission. 


McCHORD, Commissioner: 

The complainant, National Dock & Storage Ware- 
house Co., is a corporation duly organized and existing 
under the laws of the commonwealth of Massachusetts, 
and bonded and licensed under such laws to do a general 
warehouse business. The issue in this case is whether 
a certain rule of defendants’ tariffs relating to the appli- 
cation of rates on import traffic shipped from Boston, 
Mass., subjects complainant to unjust discrimination or 
undue prejudice. The rule in question reads as follows: 


Rates named herein apply only on property coming from 
foreign ports (other than ports in the maritime provinces and 
Newfoundland) into the United States and delivered to the 
rail carrier direct from ship’s side or dock of the vessel bring- 
ing such property to Boston, or on such property received by 
the rail carrier from customs bonded warehouses or appraisers’ 
stores (not internal revenue stores). 


There is no substantial dispute as to the facts. Com- 
plainant owns and operates a public warehouse at East 
Boston, Mass., for the storage of all kinds of traffic, 
whether foreign or domestic. It also maintains a wharf 
on the east. side of Boston harbor, at which steamers 
unload traffic consisting chiefly of wool and hides from 
South America. 

The defendant, Boston & Albany Railroad Co., oper- 
ates. a warehouse on the east side of Boston harbor for 
the storage of import and export traffic, and occasionally 
of domestic traffic, chiefly cotton and wool, but its ware- 
house is operated chiefly as an adjunct to its transporta- 
tion service. The two warehouses are in active compe- 
tition with each other for: storage traffic, both import 
and export, and domestic cotton and wool. The rails of 
the Boston & Albany reach complainant’s warehouse, as 
well as its own, and make connection between such ware- 
house and the docks of the harbor. 

The commodities involved in this proceeding are wool 
and hides, which are imported free of duty and are not 
stored in “customs bonded warehouses or appraisers’ 
stores.” These commodities are shipped from complain- 
ant’s warehouse chiefly to Montreal, Canada, and to Mon- 
treal rate points, to all of which import rates are pub- 
lished from Boston and East Boston. The import rates 
are considerably lower than the domestic rates, and 
under the tariff rule in question import traffic stored in 
the warehouse of the Boston & Albany is given the ben- 
efit of import rates when shipped out to points that bring 
shipments within the act, but if stored in and shipped 
from complainant’s warehouse domestic rates are applied. 

Prior to Jan. 1, 1914, wool and some kinds of hides 
were dutiable, and therefore generally went into “bonded 
warehouses or appraisers’ stores,” and under the tariff 
rule were entitled to import rates when shipped out. 
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When storage is in such a warehouse the importer, to 
obtain his goods, must pay the duty, which fact consti- 
tutes a protection against the danger of an improper 
application of the rate and distinguishes such storage 
from that of complainant here involved. When such stor- 
age is with a carrier upon delivery direct from the in- 
coming ship the carrier can and must under the law see 
that the import rate is properly applied. 

The storage charges of the Boston & Albany are filed 
with this Commission and are and must be uniform as 
to all shipments. The complainant files no tariffs and 
may make different charges to different persons for like 
services. 

In: Swift & Co. vs. B. & O. R. R. Co., 21 I. C. C., 241, 
242 (The Traffic World, July 1, 1911, p. 86), we said: 


The tariffs of the Baltimore & Ohio were not objectionable 
for the reason that they required as a condition of according 
the import rate that the traffic should be stored in a bonded 
warehouse or delivered to the carrier from the ship itself. The 
railroad not only had the right but ought to protect itself by 
some effective means against the improper application of the 
import rate. * 


In the operation of the warehouse here in question 
complainant gives bond under the Massachusetts statute, 
but is under no statutory or contractual obligation to 
protect carriers against application of import rates to 
domestic traffic or to foreign traffic which for various 
reasons may not be entitled to such rates. 

From all the facts of record we find and conclude 
that the tariff provisions here attacked are not shown 
to be unjustly discriminatory nor unduly prejudicial. 

An order dismissing the complaint will be entered. 


FRUIT GROWERS LOSE 


CASE NO. 6246 (33 I. C. C., 343-354) 
EASTERN FRUIT GROWERS’ ASSOCIATION ET AL. 
VS. BALTIMORE & OHIO RAILROAD CO. ET AL. 


Submitted April 15, 1914. Decided March 8, 1915. 

Apple Rate Disparities Continued.—Defendants’ rates on apples 
in carloads from producing points in Virginia, West Vir- 
ginia, Maryland, Delaware and southern Pennsylvania, as 
compared with rates from New York and New England pro- 
ducing points to various sections of the country not found 
unreasonable or unjustly discriminatory. 

Charles Conradis and A. B. Hayes for complain- 
ants. 

W. C. Coleman for Baltimore & Ohio Railroad Co. 
and Baltimore & Ohio Southwestern Railroad Co. 

Frederic D. McKenney for Pennsylvania Railroad Co., 
Philadelphia, Baltimore & Washington Railroad Co. and 
other carriers. 

R. Walton Moore and C. J. Rixey, Jr., for Southern 
Railway Co., Norfolk & Western Railway Co. and other 
southern carriers. 

W. S. Bronson for Chesapeake & Ohio Railway Co. 

. L. E. Chalenor for Seaboard Air Line Railway. 

T. G. Smiley for Western Maryland Railway Co. 

P. H.’Coombs for southwestern lines. 


Report of the Commission. 


CLARK, Commissioner: 

Complainants are corporations and voluntary organ- 
izations composed of individual firms and organizations 
engaged in the growing of apples in Virginia, West Vir- 
ginia, Delaware and southern Pennsylvania. The sections 
represented by them have an aggregate of about 540,000 
acres of apple trees in bearing and 240,00u acres not yet 
in bearing. The latter will become productive in from 
iwo to six years. In 1912 there were shipped from these 
sections approximately 30,000 carloads of apples, and it 
is estimated that the new acreage will furnish an addi- 
tional 15,000 carloads per annum, 
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The gravamen of the complaint is that defendants’ 
carload rates on apples from the complaining territory to 
various sections of the country are unreasonable per se_ 
and relatively, and that from New York state points, more 
especially those in the western part of the state, and 
from New England points rates are maintained to the 
same destinations which give to those producing sections 
undue advantage and subject complainants to unjust dis- 
crimination. 

The question .before us is one of relative adjustment 
rather than of rates from specific points; but certain pro- 
ducing and shipping points have been seletced as typical 
of the sections covered by the complaint, and these are 
dealt with as representative. The points selected are 
Hagerstown and Cumberland, Md.; Dover, Del.; Chambers- 
burg, Pa.; Martinsburg, W. Va.; Lynchburg, Charlottes- 
ville, Luray, Staunton, Winchester and Woodstock, Va. 
In like manner Rochester and Albany are typical New 
York points, and Portland, Me., is a representative New 
England point. There is but little of record respecting 
the New England aspect of the case: The burden of the 
testimony relates to the western New York field, and it 
is conceded that discrimination in favor of that region 
is the primary issue. 

The principal originating carriers are the Pennsyl- 
vania Railroad, the Baltimore & Ohio Railroad, the Nor- 
folk & Western Railway, the Chesapeake & Ohio Railway 
and the Southern Railway. The producing territory on 
the Norfolk & Western is its Shenandoah division from 
Roanoke, Va., te Hagerstown, Md., the main line between 
Roanoke and Christiansburg, Va., and the Winston-Salem 
division from Roanoke to Boones Mill; that of the South- 
ern Railway is from Lynchburg to Charlottesville and 
Manassas, Va., on the main line, and between Front Royal 
and Harrisonburg via Strasburg Junction, Va., on the 
Harrisonburg branch; that of the Chesapeake & Ohio 
Railway is from Lynchburg to Orange and from Char- 
lottesville to Staunton Va., and that of the Baltimore & 
Ohio is from Lexington, Va., to Hagerstown. There is 
intense cross-country competition throughout this terri- 
tory, many of the orchardists having convenient access 
to stations on two or more lines. This competition is re- 
flected in the rate adjustments, to which reference will 
later be made. 

In Official Classification apples in carloads are now, 
and have been since 1887, rated fifth class. They are 
rated fifth class in the Western Classification and sixth 
class in the Southern Classification. With few. exceptions, 
the class rates apply in Central Freight Association and 
trunk line territories, while to the southeast and to Caro- 
lina territory, except some through rates which are gov- 
erned by the Official Classification, commodity rates com- 
monly prevail. 


By agreement of counsel the testimony in Nix & Co. 
vs. S. Ry. Co., 31 I. C. C., 145 (The Traffic World, Aug. 
1, 1914, p. 211), was stipulated into this record and is 
relied upon by the parties. In that case the question 
was on the adjustment of rates on apples to the East 
and North. The decision was adverse to the contentions 
of complainants that the rates from Virginia producing 
points were unreasonable and that there was unjust dis- 
crimination in favor of New York producing points. No 
new evidence of importance having been submitted on 
the present record, the eastern adjustment will not be 


‘further considered. 


In the region represented by complainants, commer- 
cial apple growing received its impetus and has developed 
substantially within the last 10 years. The cost of bring- 
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ing an orchard into bearing is from $200 to $500 per acre. 
There are on an average 40 trees to the acre, producing 
approximately 1% barrels or 4%4 bushels per tree, and the 
cost of production, including picking, packing, delivery 
to railroad platform, and orchard maintenance, but not 
including interest on investment, is from $1.50 to $1.65 
per barrel. The apples are usually sold f. o. b. shipping 
station, the average price received by complainant grow- 
ers for five years past having been $2 per barrel, although 
at times they have received as high.as $4 and 5 per 
barrel. The average weight per barrel is from 150 to 
160 pounds, and the average loading 150 to 185 barrels 
per car. 

Orchards become productive in from 6 to 12 years 
and wear out when the trees are from 20 to 25 years old. 
In grain, flavor, color and other qualities complainants’ 
products compare favorably with the New York apples, 
and the prices received are relatively the same. 

In 1910 the acreage in bearing in New York was 
281,250 acres and that not in bearing 70,712. Due to 
greater age of the orchards, the production in New York 
is relatively larger than that of complainants. 

The testimony of the secretary of the Eastern Fruit 
Growers’ Association, the principal complainant, is sig- 
nificant. He stated that while the price of apples to the 
consumers has steadily increased, the increase has not 
gone to the growers; that the product passes through 
four or five middlemen from grower to consumer, each 
of whom takes a profit; and that a serious problem now 
before the association is the more economical and profit- 
able distribution and marketing of its products. 

Apples are classed as perishable freight, but the tes- 
timony here is that they are shipped in all kinds of cars, 
refrigerator cars being employed principally for storage 
apples. Where refrigeration is necessary, the additional 
cost thereof is assessed against the shipper in the usual 
way. 

Numerous small storage houses are maintained 
throughout the producing territory, and storage plants of 
considerable capacity are located at Winchester and Rich- 
mond, Va., and elsewhere, to which apples are sent from 
the orchards and held for distribution as the market 
demands. Formerly large quantities of complainants’ stor- 
age apples were shipped to Indianapolis, Ind., and later 
shipped to the South and elsewhere, notwithstanding the 
fact that there are storage facilities in the consuming sec- 
tions and more convenient routes and lower transportation 
costs for direct shipments. 

Complainants may be said to look more especially to 
the southern markets, but lay claim to none as exclusive 
or permanent. Their markets vary according to changed 
conditions from season to season, dependent upon the 
success or failure of crops in New York, New England 
and elsewhere, and upon the law of supply and demand. 
They have had material success in exportation through 
the port of New York, and have at times found a market 
in the vicinity of Albany, N. Y., in the heart of the ter- 
ritory complained of as favored. Their competition is 
with the entire country, that with western New York 
being most keenly felt. Ordinarily the crop is sold on 
the trees, the grower doing the picking and packing and 
providing conveyance to the railroad. 


As indicating the varying markets and the fact that 
the fluctuations in tonnage cannot well be attributed to 
the freight rates, the following statement is presented: 
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APPLE MOVEMENT IN BARRELS FROM SHIPPING STA- 
TIONS ON THE SOUTHERN RAILWAY, WASHINGTON 














DIVISION. 1909-10 1910-11 
Per 7... sonar 
‘Destination. Barrels. cent. Barrels. cent. 
DED MEO. «. Dtid Sb a5las dh oarenus 35,145 36.3 99,034 32.0 
TO  SCRMES. .. .. .slnins.od anieaieee 37,356 38.6 58,165 18.7 
Ohio and Mississippi river 
do , CLE Tee 9,107 9.5 118,753 38.3 
Southeastern and Carolina pts. 9,954 10.2 34,224 11.0 
OND candice cs cccecevcs 5,244 me! \ setavene sees 
EE 70s Aa oad ae ee oe ee 3ike 96,786 Deke 310,176" oes 
1911-12 1912-13 
Per Per 
‘Destination. Barrels. cent. Barrels. cent. 
PO Tee Tee ee 51,905 34.6 168,970 47.5 
WHEE. ONE Soc cscs ccczes ees 60,493 40.3 93,693 26.3 
Ohio and Mississippi river 
IID 65.5 366 pike dss aon aes 10,279 6.9 29,683 8.4 
Southeastern and Carolina pts. 27,326 18.2 61,948 17.4 
OPE are skal 4 1,458 4 
WE Seb dso cc Sastex creddas 150,003 er 355,752 


The testimony is that, due to insect pests, diseases, 
market demands, higher wages for labor, and increases 
in the prices of materials and supplies, there has been a 
notable increase in the cost of apple production. On the 
other hand, defendants show that they are under the bur- 
den of constantly increasing operating and maintenance 
expenses. 

In support of the allegation of discrimination, per- 
sistent reference was made to the fact that buyers often 
visit complainants and upon learning of the freight rates 
depart for New York and do not return. Complainants’ 
witnesses exhibited but little knowledge of the actual 
rates from their respective stations or from competing 
sections, although insisting they should have rates the 
same as, or less than, their competitors, the distance the- 
ory controlling. : 

Density of tonnage is a factor to be considered in 
questions affecting the adjustment of rates, and com- 
plainants upon showing a fourfold or greater increase in 
tonnage in the last 10 years with rates which have for 
the most part remain unchanged for an even longer period 
urge a careful scrutiny of the conditions, maintaining 
that there is “no reason why a point nearer a market 
in a percentage territory should pay higher rates than 
a point farther away merely because of a zone arrange- 
ment which explains but does not justify existing dif- 
ferences.” 

All rates herein are stated in cents per 100 pounds, 
and are those named in tariffs now in effect. 

Rates to Central Freight Association Territory. 

The following table of rates from typical points to 
a few of the important points in Central Freight Asso- 
ciation territory illustrates the relative situation: 


To To Cincin- To Indian- 

Chicago, Ill. nati, Ohio. apolis, Ind. 
From— Miles. Rate. Miles. Rate. Miles. Rate. 
Rochester, N. Y........ 573 21.1 509 19.2 535 20.5 
bs caw bows 801, 25.2 737 21.1 763 23.0 
| a a ee 541 22.1 477 19.2 503 20.5 
Portiang, Me, ..'....s«. 1,066 31.5 989 27.4 1,028 29.3 
Hagerstown, Md. ...... 695 28.5 481 24.4 591 26.3 
Cumberland, Md. ...... 618 24.3 401 21.1 511 22.6 
ae ere 896 31.5 711 27.4 809 29.3 
Chambersburg, Pa. .... 729 28.5 515 24.4 663 26.3 
Martinsburg, W. Va. .. 696 28.5 479 24.4 589 26.3 
Lynenbure, V&. ......:- 748 26.5 470 23.4 580 24.7 
Charlottesville, Va. .... 761 26.5 476 23.4 593 24.7 
Winchester, Va. ....... 747 28.5 530 24.4 640 26.3 
i er 722 26.5 437 23.4 554 24.7 
WOGGRIOER, VR. .c22020- 777 28.5 502 24.4 619 5 

To Detroit, 

To Cairo, Ill. Mich. 

Miles. Rate. Miles. Rate. 
eae Se. Ty oigsc sav iecceas 812 26.5 301 17.2 
I ai nasi oid aces toile 1,065 31.5 529 18.3 
SE ES ickdcawd ce scpecseees 805 26.5 269 17.2 
EE Eg vices cincccavneas 1,330 37.8 794 24.6 
ERGMOTHLOWE, MG. 2... sc ecccccce 868 34.8 548 21.6 
a a eer 788 29.1 470 18.9 
I Se one teu pin aie 1,086 37.8 744 24.6 
CRAMDOTEDUPE, PA. ....cccccess 902 34.8 582 21.6 
Martinsburg, W. Va. ..........- 861 34.8 548 21.6 
WE coeesee ss eeca oe 805 32.8 611 21.6 
CREPPOCTORVING, VA. 2. cc ccccceds 818 32.8 624 21.6 
po OE re 912 34.8 599 21.6 
EE WR. Nouns cdeees caches 779 32.8 585 21.6 


POU. WR osc oa5 oss oeere8 844 34.8 650 21.6 
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Central Freight Association territory, to and in which 
the Official Classification governs, roughly defined, com- 
prises the territory east of the Mississippi River, on and 
west of the Buffalo-Pittsburgh line, and north of the Ohio 
River. All of the above rates are the fifth class rates 
made with relation to the New York-Chicago rate as 
standard, or 100 per cent. From’ such points as Albany 
and Rochester the rates are 70 per cent of the standard 
rate, or somewhat lower than the customary trunk line 
percentage rates, due to potential water competition. 
The Philadelphia and Baltimore rates are certain differ- 
entials lower than New York. The Rochester rate is 
lower than the Baltimore rate, and as such points as 
Martinsburg, W. Va., and Winchester, Va., are within the 
Baltimore zone rate, their rates are higher than those 
from Rochester. 

The Chesapeake & Ohio, observing the long-and-short- 
haul rule, long ago established from its stations the Balti- 
more rail-and-water rates, grouping the Central Freight 
Association destinations as did the trunk lines, but hold- 
ing as minima the Baltimore-Columbus, O., rates, or fifth 
class, formerly 20 cents, but now 21 cents. The Norfolk 
& Western, for competitive reasons, applies, in general, 
the same adjustment, all of its rates on apples from com- 
plainants’ sections hinging on the trunk line adjustment 
from eastern cities under which, as is well known, traffic 
moves in great volumes. From stations Hagerstown to 
but not including Basic, Va., where competition is with 
parallel lines of the Baltimore & Ohio and the Cumber- 
land Valley Railroad, the Baltimore all-rail rates are 


applied. The Baltimore & Ohio applies the regular per- 
centage rates from Winchester, but from Staunton and 
more southerly points, meeting the competition of the 
Chesapeake & Ohio and Norfolk & Western, it applies the 


Baltimore rail-and-water rates. The Southern Railway 
from competitive and common points has a much longer 
route to and beyond the Ohio River, but meets the rates 
of the Chesapeake & Ohio and Norfolk & Western. 

Indianapolis having been particularly mentioned, it 
may be observed that to that point the fifth-class rate from 
Rochester is 20.5 cents, while from Martinsburg and Win- 
chester it is 26.3 cents. The northern lines control the 
New York-Chicago rate, of which the Indianapolis rate 
is a fixed percentage, while the defendant initial carriers, 
controlling the rates from the points covered by this com- 
plaint, have adapted their rates to existing competitive 
conditions. 

Complainants specifically disclaim any attack upon the 
classification of apples or upon the general relation of 
class rates, but assert that as to the movement of apples 
the existing adjustment is indefensible; that water com- 
petition can not here be recognized, since there is no 
movement of apples by water, and that the disadvantage 
of which they complain should be removed by the es- 
tablishment of commodity rates. 

Rates to Southeastern Territory. 

The following is typical of the situation with respect 

to rates to the southeast: 


To At- 
lanta, Ga. 


To Au- To Birming- 

gusta, Ga. ham, Ala. 
From— . Miles. Rate. Miles. Rate. 

Rochester, N. Y. 965 3 995 

Albany, N. Y. 

Portland, Me. 

Hagerstown, Md, 

Dover, Del. 

Chambersburg, Pa 

Martinsburg, W. Va. ... 

Lynchburg, Va. 

Charlottesville, Va. 

Winchester, Va. 

Luray, Va. 

a” =e eee 

Woodstock, Va. 
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To Jackson- 
ville, Fla. 
Miles. Rate. 
1,149 36% 
1,128 
1,333 


To Bristol, 

Tenn. 
From— Miles. Rate. 
Rochester, N. 38 
Albany, N. Y. f 38 
Portland, Me. f 39 
Hagerstown, .Md. 34 
Dover, Del. ee a* 
CHOMDCTOUUTS, FA. oss. cc ccesicsee : 34 


Martinsburg, W. Va. 34 
Lynchburg, Va. 15 
Charlottesville, : 26 
Winchester, Va. ‘ 34 
Luray, Va. d ie 
Staunton, Va. ox 
Woodstock, Va. 29 


Originally the water-and-rail routes from New York 
state points established commodity rates on apples to the 
southeast on basis of two-thirds of the sixth-class rate 
plus 4 cents per 100 pounds, and the all-rail rates were 
made the sixth-class differential of 5 cents higher than 
the water-and-rail rates. In 1905 reductions were made 
in the class rates from eastern cities, interior eastern 
points, and Virginia cities to the southeast, but no reduc- 
tions were made in the commodity rates on apples, so that 
to-day the commodity rates approximate more nearly the 
sixth-class rates. 


To Augusta, Ga., served by all-water routes from the 
east as well as by all-rail lines, the rate from New York 
state points is 37 cents, so made following the Commis- 
sion’s decision in Dupre vs. B., R. & P. Ry. Co., 23 I. 
C. C., 226 (The Traffic World, April 27, 1912, p. 837), and 
upheld in Chamber of Commerce of Augusta, Ga., vs. B., 
R. & P. Ry. Co., 26 I. C. C., 559 (The Traffic World, April 
26, 1913, p. 909). 

To Savannah, Ga., and Jacksonville, Fla., all-water 
competition results in relatively lower all-rail rates 
than obtain to interior points. For example, the rail- 
and-water routes carry a rate of 25 cents from Rochester 
to Savannah, and the all-rail rate is 33 cents. It is of 
record not only that the water competition is active, 
but that there is a substantial movement by water. 
From the Virginia producing territory on the Southern 
Railway the rate to Savannah is 30 cents. 


Although to interior southeastern points the com- 
petition of coastwise water lines, ‘in so far as the apple 
traffic is concerned, is less severe, nevertheless the 
rates on apples bear a relation to the class-rate adjust- 
ment and are depressed accordingly. From Baltimore 
and Norfolk the class-rate adjustment is affected by 
water competition. The Norfolk rates apply from other 
Virginia cities and these are the basis upon which rates 
from the Virginia, West Virginia and Maryland apple- 
producing territories are constructed. From Lynchburg 
and other Virginia cities to the southeast the rates on 
apples were constructed in the same manner as were 
those from New York; that is, they were made two- 
thirds of the then existing sixth-class rates plus 4 
cents, and the commodity rates so established now pre- 
vail, notwithstanding the class-rate reductions hereto- 
fore mentioned. From local stations in the Virginia 
territory the rates are made with relation to the com- 
petitive point rates and to the rates of adjacent parallel 
lines. It will thus be seen that much the same in- 
fluences recognized in the construction of rates from 


_the east have also been recognized in constructing the 


rates from the territory covered by this complaint. 
Rates to Carolina Territory. 


To the Carolinas the relative rates are illustrated as 
follows: 








To Char- To Greens- To Wilming- 





lotte, N.C. boro, N.C. ton, N.C. 
From— Miles. Rate. Miles. Rate. Miles. Rate. 
PO. “Wee Es. sac cde ey 774 42 681 38 754 27 
Albany, SPE Pee de ct nate 753 42 660 38 733 27 
| ees 958 46 865 42 938 29 
Hagerstown, Md. ......... 444 37 358 33 437 21 
I Eb hou beg 5 s006 0 0.0 530 41 451 37 422 24 
Chambersburg, Pa. ...... 465 37 379 33 458 25 
Martinsburg, W. Va. ..... 423. 37 330 33 457 25 
Charlottesville, Va. ...... 267 28 174 24 354 18 
Weememeeeer, VAs. occccccese 886 37 293 33 473 25 
Lynchburg, Va. ae 207 25 114 21 294 15 
| A. ge are w 355 30 269 26 449 15 
Staunton, Va. i 305 28 251 24 431 18 
Woodstock, Va; .«........ 370 35 316 31 496 25 
To Green- ToCharles- To Sumter, 

wood, S. C. ton, S. C. 8S. C. 
From— Miles. Rate. Miles. Rate. Miles. Rate. 
SS Se Se 892 43 905 31% 920 45 
ct i ere 871 43 884 31% 899 45 
PUN DEE vc caccrercess 1,076 47 1,089 32 1,104 49 
Hagerstown, Md. ........ 562 39 588 25 590 40 
RR EE a 'd soa sige 0: 625 42 572 30% 676 44 
Chambersburg, Pa. ....... 596 39 609 25 611 40 
Martinsburg, W. Va. ..... 541 39 608 25 569 40 
Charlottesville, Va. ....... 385 34 505 25 413 34 
Winchester, Va. .........-. 504 39 624 25 532 40 
NT ee ae 325 31 445 25 353 32 
DI WER 4 caectee oes nwe 473 35 528 25 501 35 
SOE WE | bes 0 6b 00 dees 423 34 478 28 451 35 
Re. CM, cacesenece 488 35 543 35 516 35 


Generally speaking, the southern classification sixth- 
class, any quantity rates apply on apples from New York 
state points, as well as from Maryland, West Virginia and 
Virginia, to points in North Carolina, the adjustment from 
Southern Railway stations in Virginia basing on Lynch- 
burg. 

From New York state points to South Carolina points 
commodity rates obtain. These are substantially a dif- 
ferential of 1 cent higher than the all-rail commodity rates 
from New York City. To Sumter, S. C., the full sixth- 
class rates apply, but to the other principal jobbing points 
in the state the rates from New York are, as stated, com- 
modity rates, which are lower than, but made with rela- 
tion to, the class-rate adjustment. This is likewise true 
of rates from Maryland and West Virginia and from 
Southern Railway producing stations in Virginia. To 
Charleston, S. C., both from the east and from the com- 
plaining territory, the sixth-class rates apply. On account 
of direct water competition, these rates with other class 
rates are necessarily made lower than would otherwise 
be the case. 

As a general rule from Norfolk & Western producing 
stations to points in North Carolina and South Carolina 
the rates are the sixth-class rates constructed certain dif- 
ferentials higher than from Lynchburg. 

Rates to Gulf Ports and Mississippi Valley Territory. 

The statement following is illustrative of the rates to 
Gulf ports, to Mississippi River points, and to interior 
points in the Mississippi Valley: 

Miles. Rate. Miles. Rate. Miles. Rate, 


To Jackson, To Vicks- To Green- 
Miss. burg, Miss. wood Miss. 
From— Miles, Rate. Miles. Rate. Miles. Rate. 
Rochester, N. Y. ....... 1,243" 50 1,287 41 1,231 49 
PE 20, Beveces scion 1,383 52 1,427 41 1,371 54 
Portland, Me. .......... 1,588 64 1,627 44 1,576 58 
Hagerstown, Md. ...... 1,023 61 1,067 41 1,011 55 
Pt, reswcarece ses 1,193 62 1,237 44 1,181 56 
Chambersburg, Pa, ..... 1,044 61 1,088 41 1,032 55 
Martinsburg, W. Va.... 1,010 61 1,054 41 998 55 
Lynchburg, Va. ......... 837 61 881 41 825 49 
Charlottesville, Va. ..... 890 61 941 41 885 49 
WE, sees neeeeeees 935 61 979 41 922 55 
Pn Wie ‘seeaese vce 893 61 937 41 881 49 
Woodstock, Va. ........ 958 61 1,002 41 946 55 
To Merid- To Corinth, To New 
ian, Miss. Miss. Orleans, La. 
From— Miles. Rate. Miles. Rate. Miles. Rate. 
Recmester, N.Y. 2.2.05. 1,147 43 1,069 51 1,349 47 
p\ SS RS See 1,287 43 1,209 sae 1,517 47 
WOPCMMMG, MG. 2... cece 1,492 43 1,414 52 1,722 50 
Hagerstown, Md......... 927 40 849 49 1,129 47 
oS) SARA ers 1,097 43 1,048 50 1,274 50 
Chambersburg, Pa. ..... 948 40 870 49 1,150 47 
Martinsburg, W. Va..... 914 40 836 49 1,116 47 
Lynchburg, Va. ......... 741 40 663 55 971 43 
Charlottesville, Va. ..... 801 40 723 49 1,031 43 
ME cebeecevecces 838 40 762 49 1,040 43 
Staunton, Va. ......-.-- 796 40 720 55 998 43 


Woodstock, Va. ........ 862 40 784 49 1,064 47 
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The steamship lines from the East to New Orleans, 
La., and to Mobile, Ala., use the Official Classification from 
eastern cities and interior eastern points, and the rail 
lines in competition do likewise. A revision is now under 
way by which it is proposed to substitute the Southern 
Classification.. The all-rail fifth class rates from the Hast 
are 47 cents to New Orleans and 50 cents to Mobile, and 
apples move under these rates. 

From Southern Railway and Norfolk & Western pro- 
ducing territories to the Gulf ports commodity rates are 
in force which are the same as the rates from Baltimore, 
and the Baltimore rates are water controlled. 


From New York state points to Mississippi Valley 
territory, except to Nashville and Memphis, Tenn., and 
to the Gulf ports, the Southern Classification governs and 
the sixth class rates apply on apples except where com- 
binations on the Ohio River make less. For illustration, 
the rate from Rochester to Corinth is made on the Cairo, 
Ill., combination and is 1 cent less than the through sixth 
class rate. There are routes from New York points to 
the Ohio River which are controlling, and from the Ohio 
River* to Mississippi Valley points and Gulf ports there 
are direct north and south lines. These routes can and 
do originate and handle the traffic from the producing 
territory in New York to the destinations, and the lines 
serving the complaining territory cannot control the rates 
from the East. From Virginia, West Virginia and Mary- 
land producing territories the rates to Mississippi Valley 
territory are as a general rule made no higher than the 
sixth class all-rail rates from Baltimore, a basis which 
affords lower rates than would otherwise obtain. 


Rates to the Southwest. 


To Texas and Arkansas and to points in Louisiana 
west of the Mississippi River the rates, which are all 
made the lowest combination via the Mississippi River, 
are typified in the following: 


To Little To Texar- To Dallas, 
Rock, Ark. kana, Ark. Tex. 

From— Miles. Rate. Miles. Rate. Miles. Rate. 
Rochester, N. Y. ...... 1,148 48.8 1,293 60.8 1,507 86 
OS Se eee 1,377 54 3; 52274 1,736 92 
Portiand, Me. .ccccecce 1,694 57 1,839 77 2,053 95 
Hagerstown, Md. ...... 1,075 54 1,235 74 1,434 92 
Chambersburg, Pa, .... 1,096 54 1,256 74 1,455 92 
Martinsburg, W. Va. .. 1,053 54 1,213 74 1,412 92 

Charlottesville, Va. .... 949 53.4 1,109 70.4 1,808 988.4 

Bene, “TE. <ccccccse 936 53.4 1,096 70.4 1,295 88.4 
To Houston, To San , 

Tex. Antonio, Tex. 

Miles. Rate. Miles. Rate. 
maemester, HT. ovccvctvess 1,615 86 1,723 86 
fd SG Ae ee 1,844 92 1,952 92 
 (S. cxdpecdovniees 2,084 95 2,269 95 
HASOretown, Ma. .cccccscce 1,542 92 1,650 92 
Chambersburg, Pa. .....ccecs 1,563 92 1,671 92 
Martinsburg, W. Va. ....... 1,520 92 1,628 92 

CRAPIOCIOSVING, VE. ..ccccccs 1,393 88.4 1,524 88.4 

BROMO, FR. ko ccesessescc 1,403 88.4 1,511 88.4 


No through rates are published from the East or 
from the complaining territory to the southwestern des- 
tinations west of the Mississippi River. From New York 
and New England and from the complaining territory the 
lowest combination on any Ohio or Mississippi River 
crossing is generally applied, using the joint competitive 
rates to the crossings and proportional rates beyond. 
From Virginia points to Texas points, however, so-called 
Raleigh territory rates are applied up to the Mississippi 
River, which result in lower total rates than would be 
obtained were the lowest combination basis employed. 

Under the Western Classification, governing generally 
west of the Mississippi River, apples are rated fifth class 
and move under such rates. The southwestern lines, 
however, by exception to the classification, have made 
available from the river crossings class C rates, and, in 
order to equalize the movement via the several crossings, 
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have established proportional rates which are the same 
as, Or,.as is true in many cases, lower than, the class C 
rates from the crossings proper. 

The Official Classification governs alike from New 
York state points and from Pennsylvania, Maryland, Dela- 
ware and West Virginit to the Ohio River, and the move- 
ment of apples is under the fifth class rates. 

From Virginia, West Virginia and Maryland the rates 
to Louisiana points west of the river make on either 
Vicksburg, Miss., or New Orleans, La., while to Arkansas 
points they make on Memphis. From New York and 
Pennsylvania to Arkansas points the rates make on Cairo, 
and proportional rates are applied from other crossings 
to equalize them with Cairo. This situation was dealt 
with in Scott-Mayer Commission Co. vs. C., R. I & P. 
Ry. Co., 28 I. C. C., 529, (The Traffic World, Dec. 27, 
1913, p. 1184), wherein the attack was made on a pro- 
portional rate of 19 cents from Memphis to Little Rock 
applicable on through shipments of apples from the Cum- 
berland Valley region, as against a proportional rate of 
13 cents applicable on through shipments from western 
New York points. The through rates were not attacked, 
and we failed to find any ground for disapproval of the 
proportional rates employed for equalization purposes. 

The Raleigh differential territory as originally estab- 
lished covered only territory in North Carolina, but it 
has since been extended to include Virginia points. But 
for this basis the Virginia rates to Texas common points, 
made on the lowest combination, would in general jbe 
92 cents instead of the current rate of 77 cents 


Conclusions. 


The foregoing illustrates in sufficient detail the rela- 
tive situation. Viewed from the standpoint of compara- 
tive distances alone, there are some marked disparities, 
but in view of the numerous competitive elements here 
present, the presumption of reasonableness and adapta- 
bility to the public needs attaching to the long-existing 
general adjustments in the sections involved, and the 
absence of showing that justifies a breaking up of such 
adjustments, the disparities referred to are not con- 
trolling. 

As we have said, complainants make no attack upon 
the class-rate adjustment as such, nor do they object to 
the estimated weights or the any-quantity basis in force 
in the South. They rely upon extensive rate tables and 
contend primarily that the commercial exigencies of the 
growers, the maintenance of the same rates for many 
years, despite changed conditions, and signal increases 
in tonnage, demand the co-operation and assistance of 
the carriers. They disclaim any purpose to have the Com- 
mission regulate the rates merely to enable them to mar- 
ket their apples at a profit, but the unmistakable tone 
of the testimony is to the contrary. 

This record does not establish fundamental error or in- 
justice in the percentage system prevailing in the east, 
which we have heretofore had occasion to approve, or con- 
vince us that the relativity of the adjustments from the 
complaining territory and from the east is unjustly dis- 
criminatory to complainants. In A., T. & S. F. Ry. Co. v. 
I. C. C., 190 Fed., 591, it was said, at page 594: 


The authority granted it under section 15 of the Act to 
regulate commerce, to prescribe reasonable rates when it shall 
be of opinion that the rates fixed by carriers are unreasonable, 
does not confer absolute or arbitrary power to act on any con- 
siderations which the Commission may deem best for the pub- 
lic, the shipper and the carrier. Its orders must be based on 
transportation considerations. While it may give weight to 
all factors bearing either on the cost or the value of the trans- 
portation services, it must disregard as well the demand of 
the shipper for protection from legitimate competition, domes- 
tic or foreign, for unlimited markets or for the enforcement of 
equitable estoppels arising from a justifiable expectation that 
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past rates will be maintained as the demand of the carrier for 
the maximum under which the traffic will move freely. 


In Stuarts Draft Milling Co. v. S. Ry. Co., 31 I. C. C., 
623 (The Traffic World, Oct. 24, 1914, p. 757), we stated, 
at page 625: 


The present adjustment is one of long standing and it 
should be here observed that if the long maintenance of rates 
raises a presumption of reasonableness which is to be given 
weight in: opposition to proposed increases by the carriers it 
must also be forceful in considering reductions. 


And at page 631: 


Nor will we require carriers to modify an existing arrange- 
ment of rates long in effect and apparently fairly adapted to 
the needs of the communities and interests affected, except 


; upon substantial proof of its unreasonableness or of unjustifi- 


able injury resulting therefrom, 


Errors and improper alignments in certain instances 
were admitted by defendants on hearing, who indicated 
their purpose to make corrections thereof and have since 
done so in part. Some such instances are as follows: 
From Southern Railway stations between Charlottesville 
and Lynchburg to Waycross, Ga., the sixth class rate of 
45 cents applies. Defendant proposes to publish 35 cents, 
the same as to Thomasville, Ga., and group. From the 
same stations to Atlanta 35 cents is published, whereas 
on the established basis the rate should be 34 cents. 
From Lynchburg and Charlotteville there are published 
to Corinth, Miss., 55 cents; Yazoo City, Miss., 62 cents; 
Jackson;\ Miss., combination, Baton Rouge, La., 48 cents. 
It is proposed to publish to these points rates of 49, 58, 
61 and 41 cents, respectively. The Norfolk & Western 
carries higher rates from certain stations south of Hagers- 
town to a number of points in Mississippi Valley and 
southeastern territories. These rates are to be made 
not higher than from Hagerstown. Defendants should 
make these and any other similarly appropriate correc- 
tions without delay. 

No attempt has been made to completely analyze the 
many individual rates. The complaint is a very com- 
prehensive one, reaching to the general relationship, and 
we have approached the questions presented along the 
broad lines on which they are laid. It is our conclusion 
that, except in minor instances, such as have been noted, 
neither unreasonableness nor unjust discrimination in 
these rates has been shown. The complaint will be dis- 
missed. 


STORAGE AND DEMURRAGE RULES 


CASE NO. 6807 (33 I. C. C., 355-359) 
MURPHY BROTHERS VS. NEW YORK CENTRAL & 
HUDSON RIVER RAILROAD CO. 


Submitted Nov. 10, 1914. Decided March 8, 1915, 


Track Storage Rules Should Be Like Demurrage Rules.—In as- 
sessment at New’ York City of track-storage charges, tariff 
provision that time will be computed from first 7 a. m. 
after car is placed, held to be unjust and unreasonable, in 
that it does not provide that time will be computed from 
the first 7 a. m. after placing cars on public delivery tracks, 
and after the day’on which notice of arrival is sent to con- 
signee. Reparation awarded. 


G. W. Jackson for complainants. 
J. M. Sternhagen for defendant. 
Report of the Commission. 


CLARK, Commissioner: 
Edward D. and William P. Murphy, partners doing 
business under the firm name of Murphy Brothers, en- 


gaged in buying and selling grain, hay, feed, etc., at 


New York City, complain that the track-storage rules 
of defendant are unjust, unreasonable and arbitrary. 
Reparation is asked because of alleged unreasonable 
assessment of track-storage charges on shipments re- 
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ceived by complainants. Refund is also asked, on ac- 
count of weather conditions, of demurrage and track: 
storage charges. 

The reason for and the legality of track-storage 
charges were discussed in N. Y. Hay Exchange ASSso. VS. 
P. R. R. Co., 14 I. C. C., 178, and complainants do not 
object to such charges assessed under reasonable rules. 

The tariff of defendant prescribing demurrage 
charges allows 48 hours’ free time within which to unload 
shipment, and provides: 


Section C.—On cars held for unloading, time will be com- 
puted from the first 7 a. m. after placement on public delivery 
tracks, and after the day on which notice of arrival is sent to 
consignee, 


The tariff provision relating to track-storage charges is: 


For first 48 hours after car is placed on team track for 
delivery (time to be computed from first 7 a. m,. after car is 
placed) no charge will be made. For the next succeeding two 
days the charge will be $1 per car per day or fraction thereof. 
For each succeeding day the charge will be $2 per car per day 
or fraction thereof. 


Each of the tariffs provides in substantially the 
same language that the charges will not be assessed on 
shipments when the condition of the weather during th 
free time is such as to make it “impossible to employ 
men or teams in unloading cars without serious injury 
to the freight.” 

The foregoing quotations from the tariffs show sub- 
stantial similarity as to the condition under which de- 
murrage and track-storage charges are assessed, but 
difference as to the time from which the charges are 
computed. Under the demurrage tariff the time is com- 
puted from the first 7 a. m. after placement and after 
notice of arrival is sent. Under the track-storage tariff 
the time is computed from the first 7 a. m. after the 
car is placed, and no notice to the consignee is provided 
for. Under the construction which defendant now applies 
to these tariffs, when a car is placed at 6 a. m. and 
notice is given the same day, the time for computing 
track-storage charges would begin at 7 a. m. of that 
day, but for demurrage charges would not begin until 
7 a. m. of the next day. This difference, complainants 
contend, makes the track-storage tariff unjust and un- 
reasonable. 


In Turnbull Co. vs. E. R. R. Co., 17 I. C. C., 123, we 
sustained the validity of a track-storage tariff similar 
to the one here involved, but in that case the specific 
objection here urged was not made. In Murphy Bros. 
m3. 7.¢.. 2% R Rh Cea, ML C..c.. 776 CPhe 
Traffic World, June 24, 1911, p. 1130), in discussing the 
exceptions relating to weather conditions we held that 
the same proviso should apply in connection with de- 
murrage and track-storage charges. The _ track-storage 
charges are but additional demurrage charges, made 
necessary by the conditions existing at New York City. 
Complainants are entitled to a reasonable time after 
delivery of shipments and notice of arrival thereof within 
which to unload without being subjected to demurrage 
or track-storage charges, and we see no reason why 
track-storage charges should begin earlier than demur- 
rage charges on the same car. 

Defendant’s practice, in part at least, has been to 
compute the charges for demurrage and track storage 
from the same time. An original notice in the record 
dated Aug. 3, 1914, has stamped thereon: “Car service 
and track storages commences 48 hours after 7 a. m., 
Aug. 4, 1914.” Other notices similarly stamped appear. 
It may be, however, that these instances were due to 
the hours at which the cars were placed for unloading. 

From all the facts of record we find that defend- 


Vol. XV, No. 13 


ant’s track-storage tariff was and is, and for the future 
will be, unjust and unreasonable in that it did not and 
does not provide for computing the time from the first 
7 a. m. after placement of the car on public delivery 
track and after the day on which notice of arrival is 
sent to consignee. 


Complainants received at New York City hay, straw, 
feed and grain which they owned, which were shipped 
in interstate commerce, ‘and upon which track-storage 
charges were assessed by defendant within two years 
prior to the filing of this complaint. All such assess- 
ments in which the track-storage charges began earlier 
than demurrage charges upon the same car were unjust 
and unreasonable. 


Complainants admit that they sometimes charge 
back to consignors demurrage and track-storage charges 
paid on shipments other than oats. It does not appear, 
therefore, that complainants have been damaged by 
assessment of track-storage charges in instances in 
which they have charged such payments to others who 
were parties to the transportation transactions. Com- 
plainants have been damaged to the extent that the 
track-storage charges upon shipments of hay, straw, feed 
or grain to New York City since April 15, 1912, paid by 
complainants and not charged to or paid by other 
parties to the transportation transactions, exceed the 
charges that would have accrued if the time at which 
such track-storage charges began to accrue had been 
the same as that at which demurrage charges began to 
accrue. 


An order will be entered requiring the defendant to 
cease and desist from the unlawful practice here found 
to exist, and the case will be held open for such orders 
as may be necessary in the matter of reparation. The 
complainants will. be expected to prepare a statement 
showing as to each interstate shipment delivered since 
April 15, 1912, and upon which track-storage charges 
were assessed without computing the time upon the 
basis herein found to be just and reasonable, and which 
charges were not charged by complainants to others, 
parties to the transportation transactions, showing the 
date of the delivery, the point of origin, the route, the 
car number and initials, the commodity and the amount 
of reparation claimed. This statement, with the freight 
bills covering the shipments, should be submitted to de- 
fendant for verification by it. Upon receipt of statement 
so prepared and verified, the Commission will take the 
matter up with a view to the issuance of a further order. 


Defendant contends that some undercharges are due 
to it from complainants because in some instances it 
has collected charges no greater than those contended 
for by complainants. If in checking up complainants’ 
shipments hereunder it shall appear that defendant has 
failed to collect track-storage charges legally due under 
the tariff, but has collected charges according to the 
rule herein found reasonable, such undercharges may be 
waived. 


The only allegation in the complaint as a basis for 
a claim to refund of demurrage and track-storage charges 
on account of “weather conditions” is that defendant’s 
freight claim agent disputes the records of complain- 
ants and of the United States Weather Bureau as to 
weather conditions on certain days. Defendant’s tariff 
provides: 


No track-storage charges. will be assessed on shipments 
ness in cars due to weather interference, viz.: 

1. When the condition of the weather during the pre- 
scribed free time is such as to make it impossible to employ 
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men or teams in unloading cars without serious injury to the 
freight. 


2. When shipments are frozen so as to prevent unloading 
during the prescribed free time, or when, because of high 
water or snowdrifts, it is impossible to get to cars for unload- 
ing during the prescribed free time. 

The record is not clear as to the shipments upon 
which this refund is claimed or as to the amount claimed 
in each instance. Claims were filed on our informal 
docket involving certain of these refunds. These are 
referred to in the petition and in the record in this 
case, but are so intermingled with the refunds alleged 
to be due on account of defendant’s not allowing the 
same free time before track-storage charges begin to 
run as is allowed on demurrage charges, that it is im- 
possible to make any finding which would warrant an 
award of reparation. Certain instances have been Irv 
ferred to in which it is alleged that the weather cond)- 
tions made unloading impossible. In some of these in- 
stances defendant has admitted that the charges were 
improperly assessed, but, owing to the fact that dis- 
covery was made that the free time on track storage 
had been allowed from the same time as demurrage, 
certain undercharges were found to exist, which in some 
instances were charged against complainants, thereby 
offsetting refunds that they were entitled to. Certain 
other differences have arisen between complainants and 
defendant due to the different interpretations of the 
words in the tariff “impossible to unload.’ It appears 
that both parties keep records of weather conditions. 
Defendant alleges that it is its practice when a dispute 
arises to make an investigation of the claim and con- 
sult reports of the United States Weather Bureau. Mani- 
festly the words “impossible to unload’? cannot be given 
a literal interpretation. They must be construed in a 
reasonable manner. Weather conditions that would ordi- 
narily prevent unloading might not prevent one shipper 
under the stress of unusual circumstances from unload- 
ing, regardless of weather conditions. The test should 
not be whether or not some consignee unloaded cars at 
the same place during the same period, but whether or 
not, considering the character of the freight, other con- 
signees reasonably could and did unload. When a dis- 
pute arises, the United States Weather Bureau reports 
should be given proper consideration, and these, the 
claims and records of consignees, and the records kept 
by carriers’ agents should be considered together in 
reaching a conclusion as to whether or not the weather 
conditions were such as to entitle consignes to waiver 
of track-storage charges. Refusal to apply a reasonable 
interpretation of this rule, thereby depriving complain- 
ants of refunds lawfully due, subjects them to unlawful 
charges just as much as if they were charged more than 
the lawful rate for transportation. 


Defendant will be expected to again go over the 
claims filed with it by complainants in the light of the 
views herein expressed, and if it be found that com- 
plainants are properly entitled to refunds on any ship- 
ments on account of weather conditions, should make 
such refunds without an order from us. Certain of these 
claims that are admitted to be due but that have been 
offset by undercharges should, in view of the findings 
made herein, be promptly paid. 





ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
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having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, notified and required to cease and de- 
sist on or before April 30, 1915, and thereafter to ab- 
stain, from charging, demanding, collecting or receiving 
its present track-storage charges on interstate shipments 
of hay, straw, feed and grain for delivery at New York 
City, which said charges are found by the Commission 
in said report to be unreasonable. 

It is further ordered, That said defendant be, and 
it is hereby, notified and required to establish on or 
before April 30, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transpor- 
tation of hay, straw, feed and grain and the track-stor- 
age charges thereon at ‘New York City a tariff rule that 
shall provide in lieu of the present provision reading: 
“Time to be computed after first 7 a. m. after car is 
placed,” a provision reading substantially as follows: 
“Time will be computed from the first 7 a. m. after 
placement on public delivery tracks, and after the day 
on which notice of arrival is sent to consignee,’ which 
said provision is found py the Commission in said report 
to be reasonable. 

It is further ordered, That this order shall continue 
in force for a period of not less than two years from 
the date when it shall take effect. 

And it is further ordered, That this proceeding be 
held open for such orders as may be necessary in the 
matter of reparation in accordance with said report. 


SHOULD NOTIFY RATE 


CASE NO. 6674 (33 I. C. C., 370-371) 
F. S. HARMON & CO. VS. NORTHERN PACIFIC RAIL- 
WAY CO. 

NO. 6674 (SUB-NO. 1) 
SAME VS. NEZPERCE & IDAHO RAILROAD CO. ET AL. 


Submitted Sept. 18, 1914. Decided March 1, 1915. 


Value Rate, Duty of Carrier to Notify.—The value of rugs con- 
tained in certain shipments was not stated in the bills of 
lading, and higher rates were assessed than would have 
been applied had the value been shown. Reparation 
awarded upon proof that the value of the rugs was such as 
would have entitled them to the lower rate. 


J. W. McCune for complainant. 
H. E. Still for Northern Pacific Railway Co. 
Report of the Commission. 
BY THE COMMISSION: 

Complainant, a corporation dealing in furniture and 
floor coverings, with principal place of business at Ta- 
coma, Wash., alleges that defendants charged unreason- 
able rates for the transportation of certain interstate 
shipments of rugs, in bales. Reparation is asked. 

The complaint in No. 6674, filed Feb. 26, 1914, in- 
volves a shipment made Sept. 24, 1913, via the Northern 
Pacific Railway from Portland, Ore., to Tacoma. No. 
6674 (Sub-No. 1) involves a shipment made Sept. 19, 
1912, from Tacoma to Nezperce, Idaho, via the Northern 


_ Pacific Railway Co., Camas Prairie Railroad, and Nez- 


perce & Idaho Railroad. By agreement of the parties a 
shipment which moved May 22, 1914, from Tacoma to 
Grangeville, Idaho, via the Northern Pacific Railway and 
the Camas Prairie Railroad, was included. 

Western Classification, which applies on traffic from 
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and to the points in question, provided a rating of first 
class on rugs when of value not exceeding $50 each and 
so receipted for. It also provided a rating of four times 
first class to apply in cases where the value of the rugs 
was not disclosed. All the shipments were delivered to 
the initial carrier without the value of the rugs being 
stated on the bills of lading, with the result that charges 
on all of them were assessed at rates in excess of first 
class, although the rate of four times first class, which, 
according to the tariff, should have been applied under 
the circumstances, was not in all cases applied. At the 
time the respective shipments moved the first class rates 
were as follows: Portland to Tacoma, 30 cents per 100 
pounds; Tacoma to Nezperce, $1.71 per 100 pounds; Ta- 
coma to Grangeville, $1.57 per 100 pounds. The record 
shows that none of the rugs contained in these shipments 
was worth as much as $50, and failure of complainant to 
state in the bill of lading the value of the rugs when 
the shipments were made was due to oversight. 


Defendant’s agent did not.call complainant’s attention 
to the facts that the tariff provided alternative rates and 
that the bill of lading did not state the value of the rugs. 

In this connection reference should be made to the 
statement of the Commission in the consideration of rule 
2, Western Classification No. 51, in the Western Classifi- 
cation case, 25 I. C. C., 442, 477 (The Traffic World, Jan. 
4, 1913, p. 5), reading as follows: 


This rule should be so reconstructed as to place upon the 
carrier the positive duty to first print these conditions, and 
not require the shippers to write them, and upon the carrier’s 
agent the duty to notify the shipper of the alternative rate 
and present for his signature the necessary bill of lading to 
secure the desired rate. 

Whenever a shipment is tendered a carrier upon 
which its tariffs provide for the application of alternative 
rates dependent upon the value thereof, the duty rests 
upon the agent of the carrier to call the attention of 
the shipper to the different rates and secure his signa- 
ture to a proper bill of lading. 

All the shipments would have been entitled to the 
first class rate had they been described in the bills of 


lading as rugs not exceeding in value $50 each. 


Considering all the facts and circumstances appear- 
ing of record, we are of opinion and find that the charges 
collected on the shipments in question were unreasonable 
to the extent they exceeded charges which would have 
accrued on basis of the first class rates, and that repara- 
tion should be awarded accordingly. Complainant, how- 
ever, has not clearly established its right to reparation. 
The record will therefore be held open for 60 days, within 
which time complainant will be expected to submit a 
detailed statement covering the shipments in question and 


showing the charges collected. This statement should be - 


submitted to the defendants for proper check, and should 
be accompanied by proper evidence to the effect that 
complainant is the party entitled to reparation. Upon 
receipt thereof the matter of the entry of an order for 
reparation will be given further consideration. 


MAY EXCLUDE CHECKER 


CASE NO. 6312 (33 I. C. C., 372-373) 


NATIONAL POLE CO. ET AL. VS. MINNESOTA & IN- 
TERNATIONAL RAILWAY CO. 


Submitted Oct. 30, 1914. Decided March 1, 1915. 


Weighing Checker May Be Excluded.—Complaint of refusal by 
Tefemdent to permit an employe of complainants to have 
complete access to defendant’s yard and yard office at 
North Bemidji, Minn., for the purpose of witnessing weigh- 
ing operations dismissed. 
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Charles C. Lancaster and William A. Kerr for com- 
plainants. 
Charles L. Donnelly for defendant. 


Report of the Commission. 
BY THE COMMISSION: 


Complainants are Minnesota, Michigan and _ Illinois 
corporations and partnerships engaged in the business of 
manufacturing cedar poles, ties and posts. By complaint, 
filed Nov. 10,.1913, they allege that by reason of defend- 
ant’s refusal to permit the continuation of a check weigh- 
er’s presence in its yard office at North Bemidji, Minn., 
they have been subjected to the payment of unjust and 
unreasonable rates in consequence of gross errors and 
inaccuracies committed by defendant’s employes engaged 
in operating the scales. 

Complainants ship large quantities of cedar poles, 
ties and posts, in carloads, from Bemidji and other points 
in Minnesota over defendants’ lines to various points in 
other states, and to insure themselves against overcharges 
arranged with defendant to permit complainants’ repre 
sentative to witness the weighing of their shipments. 
The agent’s duties were to locate the cars as they entered 
the yard, to note their condition with respect to foreign 
substances in the cars, to record the tare weights, to 
watch from a position in the yard office the car place- 
ment on the scale platform and the balancing of the 
beam, and subsequently to verify the weights as entered 
on defendant’s scale tickets. He was allowed to view 
defendant’s weighing operations from the outer section 
of the office, divided from the inner section by a railing 
about 16 or 17 feet from the scale beam, from which 
position he could see the beam balanced and the lever 
pressed which automatically stamped the weights upon 
a scale ticket. He was also permitted to secure the tare 
weights of the cars previous to weighing, upon the con- 
dition that he remain out of danger on the scale side of 
the track. In order to find the waybills applicable to his 
employers’ shipments he was obliged to go over all of 
the waybills in defendant’s possession at North Bemidji. 


On on about May 7, 1912, defendant refused to per- 
mit complainants’ check weigher to patrol its yard or 
to have access to the weighing section of the yard office. 
The reasons offered were that the provision of section 
15 of the act forbidding carriers to disclose information 
relative to shipments prohibited access to defendant’s 
records and waybills by complainants’ agent and that in 
the event the agent was injured in defendant’s yard de- 
fendant might be liable for damages. Any information, 
however, that complainants desire covering defendant’s 
weighing operations or the weights found is supplied by 
defendant upon request. 


Complainants acknowledge that the inaccuracies dis- 
closed were the result of clerical errors and not deliberate, 
and the privileges still afforded complainants’ agent are 
apparently sufficient to enable him to detect and rectify 
such errors. Complainants allege that they have been 
subjected to unreasonable rates by the denial of the 
inspection privilege demanded. Excess charges based on 
erroneous weights are analogous to overcharges, but the 
record discloses no specific instance of overcharges nor 
of any error which was not corrected by the defendant 
upon notification. 


Upon all the facts disclosed an order dismissing the 
complaint will be entered. 
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Western Rate Hearing 


Reasons for Advances in Rates on Cotton Piece Goods Grain, Coal, and Fruits and Vegetables 
Presented by Numerous Witnesses for ‘Carriers— 
Schedule of Further Sessions 


In the Western Advanced Rate hearing Friday after- 
noon, March 19, an agreement was reached as to the 
time when the rest of the witnesses for the carriers 
on live stock rates should be heard. This was the ques- 
tion that had caused the unpleasantness in the morning 
when Clifford Thorne and S. H. Cowan left the room. 
They came back in the afternoon. Mr. Wright, for the 
carriers, announced that they would not put on the addi- 
tional live stock witnesses until after April 2. He said 
that this arrangement seemed to be satisfactory to all 
and that the carriers could occupy with other mat- 
ters all the time assigried to them, with the possible 
exception of a few hours, and he thought it better to 
run the risk of having those few hours unoccupied, in 
the interest of a complete understanding on live stock. 
The Commissioner assented to this arrangement. 

A. B. Hayes then suggested that the time for live 
stock rebuttal by the protestants be set toward the end 
of the hearing, so as to give plenty of time for considera- 
tion of the last evidence introduced by the carriers. 
Mr. Thorne seconded the suggestion and the Commis- 
sioner said he would bear it in mind. He said he con- 
templated formulating, within a few days, a tentative 
schedule for the rest of the hearings and would submit 
it for criticism. He asked for suggestions. 


Mr. Wright said the carriers would need perhaps four 
days additional for odds and ends, including the rest of 
the live stock evidence, and Commissioner Daniels said 
five days would be safer. He suggested that the same 
length of time be assigned to the protestants for rebuttal 
on each commodity as had been given to the carriers. 
Mr. Walter said five days would be desired on packing- 
house products, etc., outside of live stock. He asked that 
the five days begin April 19. Mr. Thorne, representing 
hay, straw and broomcorn interests, said it would be 
impossible for him to find out at once just how much 
time would be needed. He said four days would be needed 
for live stock and five days for grain. He said he doubted 
the possibility of finishing in four days the evidence in 
rebuttal of evidence submitted by carriers in the first 
four days of the hearing. 


Saturday Sessions. 


The carriers, Saturday, March 20, in the Western Ad- 
vanced Rate hearing, completed their evidence in justifica- 
tion of the proposed increases on cotton piece goods with 
the cross-examination by the protestants of the carriers’ 
witness, S. H. Johnson, assistant freight traffic manager 
of the Rock Island, and were ready to go on with their 
grain evidence Monday morning. An agreement had pre- 
viously been reached to resume the grain case on that 
day, since the entire three days assigned to cotton piece 
goods was not needed for that commodity. 

Mr. Johnson was cross-examined by Mr. McVann, 
Mr. Helm and George S. Maxwell, manager of the traffic 
department, Dallas Freight Bureau. Examiner Watkins 
also asked a few questions. Mr. Maxwell asked the wit- 
hess if the proposed rates had been decided on without 
considering that if they became effective they would put 
the Texas mills out of business. Mr. Johnson said he did 
not believe the mills would be put out of business and that 


the reason for the increases under discussion was that 
the rates had been abnormally low. Mr. Maxwell asked 
if the witness had ever talked with mill operators at 
Dallas. He said he had not. 

“Then,” said Mr. Maxwell, “the necessities of the busi- 
ness received no consideration?” . 

“I think they have received too much consideration in 
the past,” said Mr. Johnson. 

Mr. Maxwell asked the witness on what he based his 
statement that the Texas fourth class rate was made to 
protect the Texas mills. He replied that it was the policy 


- of the Texas commission to protect the industries of the 


state, though the Texas commission would probably say it 
considered the rate a proper one. 

“That is merely your assumption,” said Mr. Maxwell. 
“As a matter of fact, you don’t know anything about it, 
do you?” , 

“I won’t admit that,” said Mr. Johnson. 

Mr. McVann devoted considerable time to showing that 
the witness had no personal knowledge as to many of the 
facts and figures in his testimony, but was repeating what 
had been told him by others. Mr. Johnson kept repeating 
that he was testifying from his best knowledge and be- 
lief, as an officer of the road whose business it was to 
keep in touch with the conditions with which he had 
dealt, and who had given about twenty-eight years to the 
work. 

There was no session Saturday afternoon. 


Testimony of F. B. Townsend. 


That a number of the tariffs filed by western railways 
in the petition for advanced rates on certain: commodities 
would result in actual lower rates on grain than now pre- 
vail in some localities was pointed out Monday by F. B. 
Townsend of Minneapolis, traffic manager of the Minne- 
apolis & St. Louis Railroad. Mr. Townsend appeared as a 
witness for the railways in justification of an advance of 
1 cent a hundred’ pounds on grain and grain products. 

Mr. Townsend’s testimony dealt particularly with the 
effect of the advances on traffic from South Dakota, Min- 
nesota and Iowa, as applied to the Minneapolis & St. 
Louis Railroad. “The total grain tonnage handled by this 
road in the three states in 1913,” he testified, “was 35,894 
cars. 

“The increase asked,” he said, “would give practically 
no increase on grain in South Dakota and Minnesota, as 
all moves to Minneapolis, Duluth, Chicago and Milwaukee, 
where no increase in rates is asked. Thus there is a 
very heavy tonnage here which would feel no increase. 
On Iowa grain the proposed advance would yield an in- 
creased revenue to the Minneapolis & St. Louis and the 
lines connecting with it to the markets where advances 
are made of approximately $75,000 per year.” 

An elaborate analysis of the present and proposed 
rates from all three states to the various grain markets 
was presented, which showed that to many no advance 
would be made, while to others present rates would actu- 
ally be reduced because of the inauguration of commodity 
rates on grain where at present no commodity rates 
apply, the grain being hauled under class rates. 

“From South Dakota,” said Mr Townsend, “there are 
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no changes in rates to Chicago, Peoria, Minneapolis or 
Duluth. From 34 South Dakota stations to st. Louis the 
advance averages .544 cent on flaxseed, .617 cent on wheat 
and .558 cent on coarse grain, being thus in each case 
about one-half cent per hundred pounds. From South 
Dakota to Kansas City there is an advance of one-half 
cent from 16 stations and 1 cent from 6 stations, while 
from 13 stations there is no change on wheat. From 21 
stations the advance on coarse grain is one-half cent, 
while there is no change from 13 stations. 

“Actual reductions are effected by the establishment 
of a new line of rates from South Dakota to Omaha, where 
commodity rates have never been in force before. 

“From Minnesota stations there is no advance in 
grain rates to Chicago, Milwaukee, Peoria, Minneapolis or 
Duluth. From 32 Minnesota stations to St. Louis there 
is a 1.1-cent advance on flaxseed, while from 31 stations 
there is a reduction of 1.6 cents per hundred pounds. On 
wheat there is an average advance of 1.8 cents from 23 
stations to St. Louis and an average reduction of .8 cent 
from 39 stations. On coarse grain there is an advance 
of 1.2 cents from 38 Minnesota stations to St. Louis and 
a reduction of .5 cent from 7 stations, while there is no 
change at all from 19 stations. 


“To Kansas City there is an average advance on 


coarse grain of 1.02 cents from 22 Minnesota stations and 
an average reduction of 1.27 cents from 26 stations, while 
from 16 stations there is no change at all on coarse grain. 
On wheat no change is asked from Minnesota to Kansas 
City. 

“From Iowa stations to Chicago an advance is asked 
on wheat averaging .9 cent from 112 stations, while there 
is no change from 46 stations. On corn the advance 
averages .93 cent from 128 stations, while there is no 
change from 30 stations in Iowa. The same relative ad- 
vance applies to Peoria as to Chicago. 

“From Iowa stations to Minneapolis the advance on 
wheat is .8 cent from 118 stations, while there is no 
change at all from 40 stations. The advance on coarse 
grain is .93 cent from 134 stations, while there is no 
change from 24 stations. 

“From Iowa to St. Louis there is an advance of .9 
cent from 118 stations on wheat, and no change at all 
from *40 stations, while the advance en coarse grain is 
.965 cent from 128 stations, and no change at all is made 
from 30 stations. 

“From Iowa to Kansas City the advance on wheat 
averages .76 cent from 31 stations and on coarse grain 
1.23 cents from 122 stations. No advance is made from 
36 Iowa stations on coarse grain to Kansas City.” 


Schedule for Further Hearings. 
Commissioner Daniels Monday gave out for discus- 
sion and criticism a tentative schedule for hearings after 
April 2. Mr. Thorne requested a postponement of ten 
days, and Mr. Daniels forwarded the request to the Com- 
mission in Washington, in the meantime arranging the 
tentative schedule both ways. Following is the tentative 


schedule: 


Saturday, April 3: Monday, April 5; Tuesday, April 6; Wednes- 
day, April 7; Thursday, April 8—Unfinished evidence, gen- 
eral and specific, beginning with import tariffs, to be offered 
by carriers. 

Friday, April 9; Saturday, April-10—Hay and broomcorn, pro- 
testants’ evidence. 

Monday, April 12; Tuesday, April 13; Wednesday, April 14—Cot- 
ton piece goods, protestants’ evidence. 

Thursday, April 15; Friday, April 16; Saturday, April 17; Mon- 
day, April 19—Grain and grain products, protestants’ evi- 
dence. 

Tuesday, April 20; Wednesday, April 21; Thursday, April 22— 
Coal and coke, protestants’ evidence. 

Friday, April 23; Saturday, April 24—Fruits and vegetables, 
protestants’ evidence. 

Monday, April 26—Rice and rice products, 
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Tuesday, April 27; Wednesday, April 28; Thursday, April 29; 
Friday, April 30; Saturday, May 1—Packing house products 
and live stock. ; 

Monday, May 38; Tuesday, May 4; Wednesday, May 5; Thurs- 
day, May 6—Uncompleted testimony of protestants. 

(In case of adjournment the hearings scheduled for Thurs- 
day, April 15, and thereafter, wll foilow in the order indi- 
cated, beginning Monday, April 26 and ending Saturday, 
May 15.) — 

First briefs, all parties, thirty days after last hearing. 
Reply briefs, all parties, ten days thereafter. 

Monday Sessions. 

The carriers, Monday afternoon, in the Western Ad- 
vanced Rate hearing, completed their evidence in justifi- 
cation of the proposed increases on grain and grain prod- 
ucts with the testimony of N. D. Ballantine, assistant to 


the second vice-president of the Rock Island Railroad. 


That export grain has lost any features of desirabil- 
ity that may have existed when the Interstate Commerce 
Commission in 1907 found this traffic a desirable one 
from a railway point of view was declared by Mr. Bal- 
lantine. “None of the factors mentioned then,” said he, 
“holds good to-day. Far from entailing no excessive cost 
for delivery, last season we had 2,000 cars held back on 
account of the embargo and congestion on export grain. 
Cars were held up as far back as 1,000 miles from the 
ports. The grain heated and it was necessary to inspect 
all of it and transfer and elevate a large portion. We 
had over $2,000,000 worth of perishable grain on our 
hands and it entailed a large expense. 

“There is an excessive empty haul on these export 
cars, on one division northbound the empty box cars 
being 174 per cent of the loaded box car mileage. 

“Export cars are not loaded to capacity, as the Com- 
mission found in 1907. The load is not more than to 
within 15 to 20 per cent of the capacity of the car. There 
is a great added ‘expense and delay to other freight trains 
where sidetracks are filled with empty cars, stored for 
export grain loading.” . 

A total increase in revenue of $2,252,493.13, or about 
one-third of 1 per cent of the total freight revenue of 
the railways interested, would be affected by the pro- 


‘posed increases on grain and grain products, according 


to estimates completed by the railways and explained on 
the stand by L. E. Wettling, statistician for the railways. 

Mr. Wettling presented a statement showing all the 
grain moving out on proportional rates from Minneapolis 
to Mississippi River cities and beyond, including south- 
eastern Atlantic ports, and to Gulf ports for export. To 
these were added movements from Omaha, South Omaha, 
Council Bluffs, Kansas City, Atchison, St. Joseph and 
Leavenworth to the same destinations, as well as the 
movement to Texas. 

A statement was presented showing the total tonnage 
moving on proportional rates via five of ‘the principal 
railways, showing that out of 17,000,000 tons of grain and 
grain products handled only 4,800,000 tons would be 
anected by the proposed increase. 

“Applying the same ratio to all other roads in the 
case,” said Mr. Wettling, “the total increase for all roads 
would be $2,252,493.13, or only 0.363 per cent of the total 
freight revenue. The same calculation has been made, 
applying to all roads, with an apportionment on a mileage 
basis, instead of a tonnage basis, and on this calculation 
the amount would be $2,413,760.03, or 0.389 per cent of 
the total freight revenue. 

“Even if the total crop for Iowa, Missouri, Nebraska, 
Kansas and Oklahoma is taken, and the increase applied 
to the entire amount of wheat, corn, oats, barley and rye 
shipped out of counties, the amount would be $3,052,333.69. 
This is extreme, because a great deal goes to destinations 
not advanced, and much grain is used for feeding. Some 
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of the grain is not advanced. If barley and rye are ex: 
cluded, the total would be only $2,940,237.69.” 

Mr. Wettling was cross-examined briefly, Mr. Helm 
bringing out the point that his figures were for the period 
ending June 30, 1914, and so did not include the big 
grain product crop of 1914. 

F. B. Townsend, the witness of the morning, was 
cross-examined briefly by Mr. Thorne, Mr. McGrath of 
Minneapolis, Mr. Rippan of St. Louis and Mr. Helm. 

The tentative schedule of further hearings handed 
out by Commissioner Daniels in the morning was dis- 
cussed for a little while in the afternoon. Mr. Thorne 
was not present. Commissioner Daniels asked how the 


attorneys for the carriers felt about Mr. Thorne’s request - 


for a discontinuance of the hearings for the dates be- 
tween and including April 15 and April 24. Mr. Wright 
said he thought there should be no break unless there 
was extremely good reason for it, for if Mr. Thorne’s 
request were granted the schedule would bring the freight 
rate hearings right up to May 17, the date for the hear- 
ing on proposed passenger fare increases, and if the 
protestants did not finish absolutely within the schedule 
the two cases would overlap. 

Commissioner Daniels explained that Mr. Thorne’s 
request was based on his desire to attend in Washington 
a conference called by Director Prouty of the Department 
of Valuation, with reference to the valuation of some 
of the railroads. 

New Tentative Schedule. 

The discussion of a schedule for further hearings was 
resumed Tuesday morning. Mr. Thorne requested that 
the carriers be required to finish their direct testimony 
before the protestants offer their general rebuttal, March 
30 to April 2. He said the protestants before they offer 
their general rebuttal ought to have heard all the evidence 
of the other side. Mr. Wright said the carriers had little 
to offer after April 2 and that copies of everything had 
been furnished to Mr. Thorne. Commissioner Daniels 
refused to permit the departure from the schedule. Mr. 
Thorne registered a formal protest. 

Commissioner Daniels announced a ruling from Wash- 
ington that none of the requests that hearings be held 
elsewhere than Chicago would be granted. 

The request of Mr. Thorne and others that separate 
days be assigned to live stock and packing-house products 
was granted. 

Mr. McVann stated that only two instead of three days 
would be needed for cotton piece goods. 

Commissioner Daniels then, on the theory that Mr. 
Thorne’s request for a ten days’ break in the hearings 
would not be granted, announced the following revised 
tentative schedule: 

April 3, 5, 6, 7, 8, unfinished evidence by the carriers. 

April 9 and 10, protestants’ evidence on hay and broom- 
corn. 

April 12 and 13, cotton piece goods. 

April 14, 15 and 16, coal and coke. 

April 17, 19, 20 and 21, grain and grain products. 

April 22 and 23, fruits and vegetables. 

April 24, rice and rice products. 

April 26, 27, 28, 29 and 30, packing-house products 
and fresh meats. 

May 1, 3, 4 and 5, live stock. 

May 6, 7, 8, 10, uncompleted testimony of protestants. 


Coal Increases Withdrawn. ; 


Before the carriers began their evidence Tuesday in 
justification of the proposed increases on coal and coke, 
Mr. Wright announced that a formal request would be 
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made of the Commission for permission to withdraw all 
the tariffs providing for increases on hard coal. The car- 
riers, he said, had been unable to complete the adjust- 
ment to their satisfaction and so would offer evidence 
in justification of bituminous coal increases only. 

Five cents a year measures the additional expense 
to which each inhabitant would be put in the states 
affected by the proposed increased rates on bituminous 
coal, according to the testimony of Eugene McAuliffe, 
general coal agent of the St. Louis & San Francisco Rail- 
road, at St. Louis, who took the stand for the carriers. 

Large detail maps were introduced showing the ter- 
ritory of origin at the mines and the territory of con- 
sumption, and the witness presented a statement repre- 
senting one year’s business based on an actual check of 
waybills in seasons of rush and slack traffic on roads 
which originate 86.5 per cent of the coal originating in 
the territory. 

“The average weighted haul,” said Mr. McAuliffe, “is 
303 miles, while the average gross revenue is $1.48 per 
ton under the present rate. This yields 4.89 mills per 
net ton-mile, or 3.42 mills per gross ton-mile, while if 
90 per cent of the empty return haul is included the reve- 
nue is only 2.84 mills per gross ton-mile. 

“The average increase asked in the western territory 
is 7.95 cents per ton, which would add about one-fortieth 
of one cent per net ton-mile to the cost of hauling. 
The exact addition would be .262 mill per net ton-mile, 
.183 mill per gross ton-mile and .145 mill per gross ton- 
mile if 90 per cent of the return haul is included. 

“The total amount of the proposed increase on roads 
embraced in this tabulation is $1,080,286, per year. In- 
cluding all roads affected, the total additional revenue 
per year would be $1,226,122. This represents an increase 
of only 5.36 per cent, and would entail an addition of 
5.387 cents per capita yearly to the expenses of the popu- 
lation in the states affected. 

“Participating in the increase are 121 roads, operating 
131,053 miles of line. The increase would add to the 
revenues of these roads $9.36 per mile yearly.” 

Mr. McAuliffe testified that the advance of 7.95 cents 
per ton applied from mines in Illinois, Indiana, Missouri, 
Iowa, Kansas, Arkansas and Oklahoma and some from 
western Kentucky, and Alabama to Iowa, Wisconsin, Min- 
nesota, North Dakota, South Dakota, Nebraska, Missouri, 
Arkansas, Kansas, Louisiana, Texas and Oklahoma. He 
presented a tabulation for a one-year period covering 118 
cities showing the average haul to each, the tons of coal 
consumed in a year, the average rate per ton, the gross 
revenue received on the existing basis, the average in- 
crease per ton and the amount of increase which would 
be felt by each city during the course of a,year. 

“The popular mind and the railroad baiter should be 
disabused of the idea that coal, with its heavy carloads 
and heavy trainloads, is a necessary foundation to rail- 
way traffic,’ said Mr. McAuliffe. “It is often said that 
the railway should haul coal at any price and make its 
profit on hauling other products. That is not true. The 
coal movement is spasmodic. Instead of being adapted 
to filling out our trains, it monopolizes almost our entire 
facilities at the worst season of the year, the time of 
cold weather. Other traffic falls off, but bad winter 
weather means fuel, and lots of it. 

_ “There is not a road serving Chicago and other ter- 
ritory in the coal business but must stand prepared to 
take care of not only the maximum normal requirements 
of the winter season, but also must carry enough poten- 
tial transportation ability to take care of abnormal con- 
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ditions in unusually cold weather, or when a coal strike 
is impending. Railways must keep a tremendous amount 
of equipment for the sole purpose of taking care of a 
peak in traffic which lasts only three months a year. 

“On one road alone the bituminous coal hauled 
amounted to 30.52 per cent of the total revenue ton- 
nage, yet this paid only 11 per cent of the total freight 
revenue. 

“There is an immense fluctuation or spread in ex- 
tremes of coal traffic. If we take the minimum month 
on 16 roads as 100 per cent, the maximum month is 
289.13 per cent. In other commodities the extremes are 
only the difference between 100 per cent and 152.39 per 
cent. The enormous difference on coal indicates what 
a tremendotis amount of equipment and facilities must 
lie idle in the dull times, because we must be ready for 
the peak, which comes only a few months in the year. 

“Coal is not carrying its share of the burden for 
many reasons. First, there is an enormous empty haul, 
the percentage of empty cars to loaded cars being nearly 
100 per cent. Secondly, there is the tremendous spread 
in the volume of business, with commissions, states and 
courts all demanding that we be equipped for the maxi- 
mum. Thirdly, weather changes or an impending strike 
may increase the consumption of coal overnight by 25 
per cent at the same time as the transportation ability 
of the roads is cut 50 per cent, yet we must meet the 
situation promptly. 

“The cost of assembling coal alone in the south- 
western territory runs as high as 18.1 cents in Arkansas, 
while the’ lowest, in Kansas, is 8.2 cents per ton. This 
represents the cost to the railway of maintaining switch 
engines at the mines, the placing of empty cars, move- 
ment of loaded cars to scales and gathering yards to be 
picked up by main line trains, and the rental of coal 
cars while in mine territory. It does not include any 


interest charges or maintenance on the main line facili- 


ties used. 
“The coal traffic is heavy and is growing, but it is 
so burdensome that the road with most of it is the worst 


off.” 
Tuesday Sessions. 


Edward H. De Groot, superintendent of transporta- 
tion of the Chicago & Eastern Illinois Railway, was a 
witness for the carriers Tuesday afternoon in the West- 
ern Advanced Rate hearing, his testimony being offered 
in justification of the proposed increases on coal and 
coke. He testified that it costs the Chicago & Eastern 
Illinois $4.39 per car, or 9.83 cents per ton, for the bare 
process of assembling loads of coal ready to be hauled 
away from mines in the southern Illinois district, exclu- 
sive of overhead charges. He presented this as one of 
the extraordinary items of expense connected with the 
coal traffic which make an advance in coal rates neces- 
sary. 

“Cost of assembling coal,” said he, “represents the 
items of expense chargeable to the period beginning 
with the time at which the empty car is set out by the 
road crew and ending when the car is picked up, loaded, 
for road movement. There is not included any interest 
except for the rental value of locomotive and car hire. 
There is not included any rental value of mine tracks, 
track scales, station buildings, block signals, telegraph 
and telephone lines, maintenance or rental value of main 
lines used, nor is there included ahy allowance for super- 
vision, insurance, legal or other expenses not specifically 
mentioned and easily separable. 





Vol. XV, No. 13 


“Even excluding all these items, the cost to ‘the 
Eastern Illinois of assembling coal in the Marion’ or 
southern Illinois district is $4.39 per car, or 9.83 cents 
per ton, while in the Clinton, Ind., district the cost is 
$3.18 per car, or 7.14 cents per ton. 

“Showing the unprofitable nature of the coal traffic, 
54.17 per cent of the total freight tonnage on the. East- 
ern Illinois is bituminous coal, but the revenue derived 
therefrom is only 35.45 per cent of the total freight 
revenue.” ‘ 

The cross-examination of both Mr. De Groot and 
Mr. McAuliffe, the witness of the morning, was par- 
ticipated in by several of the attorneys for the protest- 
ants, but was brief. Mr. Thorne and Mr. Helm were 
both absent. 

R. C. Butler, for the Illinois Coal Operators’ Asso- 
ciation, presented a protest against the proposed ad- 
vances from the mines of the members to points in 
Western Classification territory. The protest character- 
ized the proposed rates as discriminatory against the 
protestants and unjustly preferential to their competitors 
shipping from Wisconsin lake ports, Superior lake ports, 
Iowa mines and other points. 

Mr. De Groot was cross-examined briefly Wednesday 
morning by Mr. McVann. 


Testimony of J. M. Daly. 

The railroads then put on J. M. Daly, formerly general 
superintendent of transportation of the Illinois Central 
Railway. He testified that bituminous coal as a predominat- 
ing article of freight is a liability rather than an asset 
to railways in the central western coal-producing states. 
Fluctuations in the traffic, leaving much idle equipment in 
many months of the year; the peak of traffic coming in 
winter, when operation of railways is most expensive; ex- 
cessive empty car mileage and damages to equipment, were 
a few of the conditions cited by the witness to show that 
the railway which depends most on bituminous coal in 
this territory is the worst off. 

Mr. Daly’s testimony related purely to the operating 
features of coal traffic, leaving the specific question of 
rates for traffic officials to follow him. 

In the one item of damage to equipment he said central 
western coal roads would have saved $12,000,000 a year 
toward maintaining their credit, if their repairs to freight 
cars could be held down to the proportions prevailing on 
the non-coal roads of the West. 


“From $1,600,000 to $8,000,000 invested in coal cars,” 
testified Mr. Daly, “is standing idle every day, representing 
2,000 to 10,000 cars a day which are not in use through 
nine months of the year. Bituminous coal requires special 
equipment which, in the western coal fields, cannot be used 
for other commodities, as iron ore, lumber, etc. In the 
East there is a movement of coal to the lakes and of ore 
back, but out here the return haul is mostly empty. In 
the East, because of lake traffic, coal moves in the summer, 
out here it moves in the winter, when operation is most 
costly. 

“Coal goes to Iowa and the West, but none comes back, 
and the few cars of scrap iron or gravel could be taken 
care of ten times over with the empty cars which had 
gone west with company coal. If we hauled no commercial 
coal at all, still we would be hauling empty cars eastward. 
The empty coal car haul is 95 per cent of the loaded on 
bituminous coal on these western bituminous coal roads, 
against an average of only 30 per cent on all freight, in- 
cluding coal. ‘ 

“Commissions and courts held that coal equipment 
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must be adequate at all times for a peak traffic. In the sum- 
mer months mines do not produce coal to any extent com- 
pared with the winter, causing thousands of cars to stand 
idle.: At the same time, there is a surplus of engines wait- 
ing to provide for the peak and surplus yard track, and 
other facilities, all idle and making many millions addi- 
tional to the capital tied up and earning nothing. Branch 
lines also must be built for coal alone, for mines are sel- 
dom on the main line. 

“Every two years the mines in Indiana and [Illinois 
close down or threaten to close down because of labor dis- 
putes. In 1910 the loaded car mileage on one coal branch 
fell to 1/25 of normal in a few days, due to the strike. This 
comes almost every two years and lasts from two to five 
months, all causing more idle equipment. In January, 
February and March of those years everyone rushes to 
stock up on coal, anticipating a strike, so that not only 
must we furnish cars for normal winter peak in coal ship- 
ments, but extra cars must be maintained because mine 
operators cannot agree with their miners.” 

To show that bituminous coal roads should receive a 
higher rate, Mr. Daly compared 11 roads originating nearly 
all the bituminous coal from Indiana and Illinois mines 
with 13 western roads not originating much coal and 10 
eastern bituminous coal roads. 

“These 11 roads,” said he, “report 51 per cent of 
originated traffic as bituminous coal. Their ratio of op- 
erating expenses to revenue is 74.05 per cent.. The 13 non- 
coal roads report only 8 per cent originated tonnage as 
bituminous coal. Their ratio is only 64.24 per cent. The’ 
ten eastern roads report 66 per cent of originated traffic as 
bituminous coal, and their ratio is 71.82 per cent. 

“Four of the eleven western bituminous roads now 
are in receivers’ hands and three are not paying divi- 
dends. The others are fortunate in having a large volume 
of other business to help them out. It is not a question 
of traffic density, but of inadequate rates. 

“Coal traffic creates abnormally large expense for 
maintenance of equipment. The traffic being extremely 
low grade, extra heavy trainloads must be hauled to earn 
anything. Large engines and cars are necessary. These 
heavy coal cars damage themselves and other equipment 
to an enormous extent, by pulling drawbars or by crush- 
ing lighter capacity cars. When a 70-ton loaded coal car 
bumps against the smaller car in switching, the impact 
is three to one greater than if the smaller car struck the 
larger. 

“Cost of repairs and depreciation is 1.32 cents per 
car-mile on these western coal roads, 43 per cent of whose 
cars are coal cars. On’‘the western non-coal roads, the 
cost is only 0.87 cent, because 7.3 per cent of their cars 
are coal cars. On the eastern bituminous roads, 70 per 
cent of whose cars are coal, the cost is again 1.30 cents. 
If the western coal roads had the same basis of car re- 
pairs as the non-coal roads, cost of repairs would be 
$12,000,000 per year less. Railway operating expense is 
much greater in winter than in summer because of cold, 
snow and ice preventing big trainloads and because the 
short winter day almost cuts in half the number of cars 
a switch engine and yard crew can assemble, yet the 
bulk of coal moves in this expensive period and con- 
gestions always come in winter. 

“Bven under the proposed advanced rate, the proper 
burden of expense would not be put on coal traffic. Ship- 


pers and the public look only at the expense connected 


with the movement of coal from loading points to the point 
of delivery. They do not take into consideration the cost 
of maintaining during the periods when no traffic is moved 
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the equipment necessary and obligatory to handle traffic 
in the rush periods. Commissions and courts demand the 
maintaining of this maximum equipment and the shippers 
and consignees should be willing to pay for its mainte- 
nance not only in the periods of busy traffic, but’ as well in 
the dull season which covers three-quarters of the year. 
There is no doubt that there is a big coal traffic and that it 
is growing, but there is no money in hauling it.” 


Wednesday Sessions. 


W. W. Miller, general freight agent of the M., K. & 
T. Railway, was the witness for the carriers Wednesday 
afternoon in the Western Advanced Rate case. He was 
put on with a view to justifying the advance of 10 cents 
a ton on coal in southwestern territory. 

He said the Interstate Commerce Commission in 1908 
set rates on coal as high as those the southwestern roads 
are now asking. Since then, he said, the rates have been 
reduced voluntarily by the railways in order to enable 
Oklahoma to get into Texas in competition with Colorado 
and New Mexico. This relationship, he testified, would 
not be disturbed, since the proposed advance is horizontal 
and would maintain the present adjustment. 

Mr. Miller presented exhibits showing the present 
rates from fields in Illinois, Kentucky, Alabama, Arkansas, 
Oklahoma, Colorado and New Mexico to Arkansas, Okla- 
homa, Louisiana and Texas, the present rates to a num- 
ber of points in each state, and the average rate and 
the rate per net ton-mile compared with class E to the 
same points. 

“Class E is the lowest classification,” said he, “and 
comprises such articles as sand, brick, sewer pipe, etc., 
while coal is classified one class higher, in D. 

“The coal commodity rate is only about one-half the 
class rate on this lower class E, so, from Texas, the av- 
erage rate to some thirty points in Oklahoma with an 
average distance of 311 miles is $2.32 a ton on lump and 
$1.82 a ton on slack, the proposed rate being 10 cents 
higher in each instance, an advance of 4.31 per cent on 
lump and 5.39 per cent on slack. 

“The average class E rate between those same points 
is $4.63 a ton, just double the present rate on lump coal, 
although coal belongs to a higher class of freight. The 
disproportion between the coal commodity rate and its 
own proper classification, or class D, would be even 
greater.” 

He was cross-examined by R. C. Butler, who explained 
that the Illinois Coal Operators’ Association, which he 
represented, was interested not so much in the amount 
of the advances as in preserving a proper relation of 
rates and in seeing to it that the state of Illinois was 
not discriminated against. It was to bring out any such 
possible discrimination that he asked his questions. 

J. C. Storm, representing the Amarillo Gas Co., Ama- 
rillo, Tex., also cross-examined. He endeavored to show 
that the relatively higher rates in his part of the country 
were not justified by the alleged lesser density of traffic. 
He pointed out that there was considerable movement of 
coal to Amarillo, which had no other fuel. The witness 
admitted that the movement of coal to this point might 
be as heavy as to others where the rates were lower, be- 
cause these others used other kinds of fuel, but as to 
density of traffic on all kinds of commodities, he said, 
Amarillo was in a situation where traffic was compara- 
tively light and the roads would have to have higher rates. 

J. M. Daly, former general superintendent of trans- 
portation of the Illinois Central, the witness of the morn- 
ing, was cross-examined by Mr. Butler, Mr. McVann, Mr. 
Rynder and R. W. Ropiequet. Mr. Ropiequet, reading 
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from the Commission’s decision in the Five Per Cent 
case, where the Commission said that the poor condition 
of several of the roads was obviously due to other condi- 
tions than low freight rates, asked if that was not a 
pretty fair characterization of the situation in the West. 
Mr. Daly thought there was an unfair insinuation in this 
question and that some of the least prosperous roads in 
the West had been managed by some of the most honest 
and capable railroad men in the country. Mr. Ropiequet 
asked if it was fair, because a few roads out of many 
fail to make money, to attribute their lack of prosperity 
to inadequate freight rates. Mr. Daly said the roads in 
the West that originate coal are in many respects not 
on a parity with roads that originate coal in the East. 
Replying to both Mr. Ropiequet and Mr. McVann, he said 
it was to the interest of the consumer to pay just rates 
so that if there is a revival of business the railroads may 
have money to purchase equipment with which to take 
care of it. 

Mr. McVann asked if bad bargaining in the matter 
of divisions instead of low rates might not be responsible 
for the poor showing of some of the roads. Mr. Daly 
said he knew nothing about the divisions, but he did know 
that, with three or four exceptions, the coal-carrying roads 
in the West were in bad condition. Mr. McVann pointed 
out that some of the largest coal-carrying roads in the 
East are in the most prosperous condition, and Mr. Daly 
again replied that conditions are different in the East 
from what they are in the West and went into details 
as to grades and return movements. Also, he said, coal 
moves in about the same quantity both winter and sum- 
mer in the East, while in the West it is largely a winter 
movement. 

The cross-examination of Mr. Miller by Mr. Storm was 
continued Thursday morning. 

Thursday Sessions. 

The carriers Thursday were not able to finish within 
the schedule allowed their evidence in justification of 
proposed increases in coal rates, and the rest of the 
evidence on that commodity had to be postponed until 
after April 2, when it will be heard on one of the five 
days allowed for odds and ends. B. J. Rowe, coal traffic 
manager for the Illinois Central, had just begun his 
testimony when evening adjournment was taken, and the 
carriers have two other coal witnesses. 

How rates on bituminous coal in the West have under- 
gone a gradual reduction because of the competition be- 
tween shipments from western mines and coal from the 
eastern states via the Great Lakes was described by 
F. B. Townsend, traffic manager of the Minneapolis & 
St. Louis Railroad. Mr. Townsend’s testimony dealt with 
the history of coal rate adjustments from the mines in 
Illinois and Indiana to destinations in Iowa, Minnesota 
and South Dakota, outlining the competitive conditions 
which he said fixed the rates and controlled them from 
these mines as well as from Lake Michigan and Lake 
Superior ports from which eastern coal is transshipped 
into this western territory. 

“Since 1901,” said Mr. Townsend, “there has been a 
gradual reduction in coal rates to points of destination 
in these several states, and the general level of rates 
is much below the basis that prevailed in 1901. The 
advance of 10 cents a ton proposed would not restore 
the rates to their former basis. For instance, the rate 
from Peoria to Hanley Falls, Minn., on Aug. 1, 1901, 
was $3 a ton. Oct. 6, 1903, this was reduced to $2.25. 
Aug. 6, 1906, it was cut further to $2.10. Oct. 29, 1906, 
it went down to $1.80, which has prevailed to the present. 
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The proposed advance would add 10 cents, making it 


-$1.90, only 63 per cent of the rate prevailing in 1901. 


“The present adjustment to eastern Iowa and south- 
ern Minnesota originated with the adjustment to the Twin 
Cities and a desire on the part of Illinois lines to reach 
that market in competition with eastern coal moving 
from the docks at Duluth and Superior. 


“Taken collectively, the population of St. Paul and 
Minneapolis in 1910 was 516,152, making it the seventh 
in rank of cities in the United States and the largest 
market for consumption of coal west of Chicago. The 
docks at Duluth and Superior receive annually from 
7,000,000 to 9,000,000 tons of soft coal shipped into Min- 
nesota, South Dakota and northern Iowa, a very large 
tonnage finding a market at the Twin Cities. Govern- 
ment reports show that in the calendar year 1913, re- 
ceipts of soft coal at Duluth and Superior reached 8,947,- 
513 tons. 

“Prior to 1889 the rate on soft coal from northern 
Illinois to the Twin Cities was $2 and from Duluth $1. 
These rates were gradually reduced by force of compe- 
tition between the carriers from northern Illinois and 
the carriers from Duluth to the Twin Cities, until the 
rate. finally settled, in 1904, to $1.40 from northern IIli- 
nois and 90 cents from Duluth to the Twin Cities. This 
continued and became the maximum at the Intermediate 
points until December, 1910, when a general advance of 
10 cents was made in rates from northern Illinois to in- 
termediate territory in Iowa and Minnesota, but no ad- 
vance in the Duluth-Twin Cities rate was made, pending 
decision by the United States Supreme Court of the Min- 
nesota rate case. 

“After the Minnesota rate decision and on passage 
of the new rate law in Minnesota, the Minnesota state 
commission prescribed a new distance tariff under which 
the rate from Duluth to the Twin Cities was advanced 
to 96 cents a ton and, following this, the northern Illinois 
rate was advanced to $1.50 a ton. 


“It is now proposed to advance the rates from north- 
ern Illinois to this territory generally 10 cents a ton, with 
corresponding advances from the various coal fields in 
southern Illinois and Indiana, rates from which are fixed 
on a differential over the rates from northern Illinois. 
In making this adjustment no advance can be made in 
rates from Duluth to Minnesota points, as these are con- 
trolled by the Minnesota commission. Therefore, no 
advance will be made in rates from Lake Michigan ports 
to the same territory. The tariffs under suspension also 
propose a general advance of 10 cents to the western 
half of Iowa, to western Minnesota and to South Dakota 
east of the Missouri River. 

“The rates from mines in southern Illinois and Indi- 
ana, as stated, are adjusted by addition of differentials 
to rates as fixed from northern Illinois. These differen- 
tials are fixed largely to meet commercial conditions and 
do not represent the increased cost of service or the ad- 
ditional haul. From La Salle, Ill., to St. Paul, for in- 
stance, 378 miles, the rate is $150. From Herrin, Il, 
in the southern Illinois field, the rate to St. Paul is made 
by addition of 70 cents over the La Salle rate, making 
only $2.20 for 649 miles, against the $1.50 for 378 miles.” 

Mr. Townsend was cross-examined at considerable 
length by Mr. Henderson, commerce counsel for the Iowa 
commission, Mr. Hillyer, Mr. Bowlus and Mr. Ropiequet. 
Mr. Hillyer’s questions were directed to show that the 
rates on Illinois coal are, by the proposed rates, thrown 
out of line after a long-standing adjustment and that, too, 
he said, without the certainty that those who most need 
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additional revenue will profit by the change. Commis- 
sioner Daniels himself asked some questions about this 
phase of the matter, remarking that it was a peculiar 
adjustment, and asking what the witness’s road would 
get out of it. Mr. Townsend answered that while it was 
true that his road would have to give up some of the 
Twin Cities’ coal business, it would get a substantial 
increase in revenue from intermediate points. 

“And that increase is obtained from Iowa,” put in 
Mr. Henderson. 

Mr. Bowlus asked if the witness did not know that 
the coal industry of Illinois was in no condition to stand 
a rate readjustment of this kind. Mr. Townsend replied 
that he understood the business was not in a satisfactory 
condition. 

W. W. Miller, general freight agent of the M., K. & 
T., who testified earlier in the day, was cross-examined 
by Mr. Bowlus, Mr. Ropiequet and Mr. Puterbaugh. The 
latter asked questions with a view to showing that the 
present rates on coal to Texas were put into effect 
because oil and lignite were cutting into the coal busi- 
ness. He asked if, under the advanced rates proposed, 
the carriers would not lose much ©6f the coal business 
that still remains to them in that territory. The witness 
answered that the roads were also seeking from the Texas 
commission increases fy oil and lignite, but that the 
10 per cent increase proposed on coal would probably 
not change the situation much. He said he thought the 
advance requested on coal should be granted and then, 
if in view of commercial or competitive conditions it 
proved that the roads had obtained too much, rates should 
be readjusted again. 


Fruits and Vegetables. 


Before the carriers on Friday began the introduction 
of their evidence in justification of the proposed rates 
on fruits and vegetables, Commissioner Daniels an- 
nounced that it was his understanding that some of the 
tariffs on fruits and vegetables under suspension provided 
for certain transportation privileges. He said that in 
this case it would be possible to pass on rates, only, and 
that no attention would be paid to these privilege fea- 
tures. The carriers, he said, might apply for a transfer 
from Dockett 555 of this part of their case. 

That the railways are earning less per car mile on 
perishable fruits and vegetables than on such traffic as 
structural iron, iron pipe, canned goods, glucose and 
agricultural implements, was the declaration of J. S. 
Hershey, general freight agent of the Gulf, Colorado & 
Santa Fe Railway of Galveston. 


Mr. Hershey took the stand to justify an advance 
from Texas fruit and vegetable producing territory to 
all interstate consuming destinations. The advance ap- 
plies only on carload shipments of fruits and vegetables, 
and is 10 cents a hundred pounds on strawberries, 8 
cents a hundred pounds on peaches and canteloupes, 8 
cents a hundred pounds on tomatoes and onions in 
straight or mixed carloads and 5 cents a hundred pounds 
on cabbage, potatoes and watermelons. His testimony 
was intended to reflect generally the present and pro- 
posed rates from representative shipping points in Texas 
to points of consumption, and was meant to be repre- 
sentative of conditions on all Texas lines. 


“Warnings on carload shipments of strawberries, 


though highly perishable, from Alvin, Tex., to points in 
defined territory,” said he, “range from 14.6 cents per 
car mile to 19.3 cents, while on canned goods the earn- 
ings range from 17.5 cents to 26.1 cents, and on agri- 
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cultural implements from 15.9 cents to 25.9 cents. This 
is based on the minimum weights of carloads of other 
commodities moving between the same representative 
points, and the actual. weights would much exceed the 
minimum and result in a higher average earning. Yet, 
based on these minima, the resulting earnings are thus 
higher than on perishable fruits and vegetables. 

“The average loading of cars on practically all other 
commodities is greater than on fruits and vegetables. 
The loading on heavier articles is generally no less than 
30,000 pounds, while on fruit and vegetables it ranges 
from 17,000 pounds on strawberries to 24,000 pounds on 
heavier vegetables. 

“Comparison of the proposed commodity rates on these 
fruits and vegetables with the classification and rates 
southbound which have been approved by the Interstate 
Commerce Commission show that the proposed advanced 
rates are far below the approved class rates. On peaches, 
for instance, the proposed rate ranges from only 47 per 
cent to 65 per cent of the class rate. 

“Comparison of other articles taking the same classi- 
fication shows that in third class included with perish- 
able fruits and berries are such commodities as agri- 
cultural implements, carboys, broom corn and acid. In 
fifth class, which covers lighter vegetables, are such 
articles as cement, bagging, borax, grease, lime, soda, 
soap and wire, while in Class C, along with heavy vege- 
tables, are such articles as junk, rags, excelsior, hay, 
resin, salt and straw. This shows the low basis on 
which these class rates for perishable fruits and vege- 
tables are computed. 

“Based on the movement for 1914, even if every car 
originating in Texas moved to a point on which advanced 
rates were in effect, the total gross increase in revenues 
to all carriers for this traffic would be only $135,000. In 
fact, however, probably not over 65 per cent or 70 per 
cent of the total would move to points where rates are 
advanced, the balance moving to points within Texas or 
points not involved. 

“The total movement of fruits and vegetables from 
Texas in the three years, 1912 to 1914, was about 40,000 
cars. In 1914 the total was only 10,208, showing a falling 
off in the last year. This movement represents, in all 
probability, 80 per cent of the total movement from 
Texas.” 

Additional Appearances 

The following additional appearances have been en- 
tered: 

R. D. Sangster, for Live Stock Exchange of Kansas 
City, and for Department of Traffic of Kansas City Com- 
mercial Club. 

G. S. Maxwell, for Texas Cotton Manufacturers’ Assn. 

J. M. Belleville, for Pittsburgh Plate Glass Co. 

John L, Bowlus, for Illinois Public Utilities Commis- 
sion. 

R. W. Ropiequet, for Coal Operators’ Traffic Bureau of 
St. Louis. 

A. J. Branscom, for Aberdeen Commercial Club, Wa- 
tertown (S. D.) Commercial Club, and Huron (S. D.) Com- 
mercial Club. 

F. B. Drew and J. G. Puterbaugh, for Oklahoma and 
Arkansas Coal Operators’ Association. 

M. D. Smiley, for Clinton Manufacturers’ and Shippers’ 
Assn. 

Cassoday, Butler, Lamb and Foster, by R. C. Butler, ° 
for Illinois Coal Operators’ Assn. 

W. S. Whitten, for Lincoln (Neb.) Commercial Club. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


SAYS BUREAU DOES NOT ACT 


Editor The Traffic World: 

What’s wrong with the Transcontinental Freight Bu- 
reau? Something, certainly. Are they overworked or is 
their organization at fault? We make applications in 
the regular way for rate adjustments and receive their 
acknowledgment: “The matter will be referred to the 
representatives of the interested transcontinental lines 
for their consideration.” After waiting patiently for 
many months we trace them for information and get the 
following: “As stated to you in our letter of 
the matter has been referred to the representatives of 
the interested transcontinental lines for consideration at 
their next meeting, no time nor place for which has yet 
been fixed.” 

Not a single application of ours has been acted upon 
for over two years and but for the opening of the Panama 
Canal we would have been seriously damaged. 

As it stands, the “interested (?) transcontinental 
lines” have lost the business to the rail-and-water carriers 
through the ports of Boston and New York. 

The plea is advanced that the bureau has been un- 
able to act pending the decisions of the Interstate Com- 
merce Commission in the “Advanced Rates” and “Spo- 
kane Rates” cases. However, this did not prevent the 
publication of T. C. F. B. Westbound Tariff 4-L, which 
resulted in the loss of so much business to the Pacific 
coast, calling attention, as it did so forcibly, by reason 
of the radical advances in rates, to the necessity of 
using the water routes through the canal. 

A good part of this diverted traffic will never get back 
io the rail lines, as we are now able to secure rates 
considerably lower, from interior points as far west as 
Wisconsin, than have ever been published by the rail 
carriers on the same traffic moving direct. 

The various commercial bodies at California and 
north Pacific coast terminals are considering the advisa- 
bility of joint action on some plan to secure attention 
io their complaints filed with the Transcontinental Freight 
Bureau, and we are hoping some good will result. 

We would like to have an expression, through your 
“Open Forum,” from some of your subscribers, with re- 
gard to their experience with the workings of the Trans- 
continental Freight Bureau. E. L. Porter, 

T. M., F. S. Harmon Co. 

Tacoma, Wash., March 5, 1915. 


EFFECT OF CUMMINS BILL WAS KNOWN 


Editor The Traffic World: 

On page 535 of your March 13 issue, under the head 
of “Eleventh Hour Legislation,” referring to the Cum- 
mins bill, you make this statement: 

“It was not until the law was on the books several 
days that somebody thought of the uniform bill of lading 
as a limitation on the liability of carriers. No- 
body seemed to remember that the classifications have 
a rule which makes the rates named in the tariffs depend 
upon the acceptance of the uniform bill of lad- 


ing; that if the bill of lading is not accepted, then the 
rates will be 10 per cent higher.” 


At a hearing before the sub-committee of the com- 
mittee on interstate and foreign commerce, on Sept. 24, 
1914, while discussing the undesirability of the Cummins 
bill, I took occasion to call to the attenion of the sub- 
committee the fact that many rates on commodities which 
are now carried either under agreed limitation of lia- 
bility on the part of the carrier, or under rates varying 
with the invoice value of the shipments, would be ma- 
terially increased. While discussing this point the fol- 
lowing dialogue took place: 


“Mr. Rayburn: You think if this bill were enacted 
into law you would have to pay a higher rate?” 


“Mr. Chandler: I think the shippers would have to 
pay a much higher rate; and if- you wiped out the lim- 
ited liability rates by this biff, every rate in the United 
States would be advanced 10 per cent. In other words, 
you would increase automatically by wiping out the re- 
leased valuation all freight rates in the country 10 per 
cent, because under the present rule (meaning the classi- 
fication rule), that is the legal rate that would apply.” 


From this you will see that the increase to which 


~ you refer was clearly before Congress at the time this 


bill was passed; that shippers were aware of the ad- 
vance that would be caused by its passage, and had that 
in mind when registering their opposition. The law is 
very unfair to the express companies, because every in- 
terstate express rate in the United States is specifically 
prescribed by the Interstate Commerce Commission. 
Every classification, rule and description is the result 
of many conferences between the shippers, the Commis- 
sion and the express companies, and the express rates, 
which are about as scientific a piece of rate construction 
as exists anywhere, are all based upon a risk of $50 
on sipments weighing 100 pounds and less, and 50 cents 
per pound on all shipments weighing more than 100 
pounds. 


The effort in the bill to exempt express shipments is 
shown in these words: 


“Provided, however, that if the goods are hidden from 
view by wrapping, boxing or other means, and the carrier 
is not notified as to the character of the goods, the carrier 
may require the shipper to specifically state in writing 
the value of the goods in which case the Inter- 
state Commerce Commission may establish and maintain 
rates for transportation dependent upon the value of the 
property shipped as specifically stated in writing by the 
shipper.” 

Of course, no transportation company, except an ex- 
press company, accepts goods that are hidden from view 
by wrapping, boxing or other means without declaration 
of contents; but the express companies, whose rates have 
been prescribed by the Commission based upon the lia- 
bility above referred to, are required also to accept many 
shipments that are not boxed or hidden from view, and 
a glance at the express classification will show provision 
as made for shipments of this character. Notwithstanding 
the fact that the Commission has established these rates 
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on a fixed liability, it would not have the authority—if I 
interpret the bill correctly—to say to the express com- 
panies: “You may continue to charge the rates which 
we have prescribed based upon the liabiilty we have 
named,” because of the fact that this bill gives the Com- 
mission authority to fix rates on value only in cases 
where the shipments are hidden from view. The author- 
ity of the Commission is limited by the words “in which 
case.” 

From this you will see that the bill is loosely drawn, 
apparently without any knowledge on the part of the 
framers as to conditions which should have been taken 
into consideration. This lack of knowledge, however, on 
the part of Congress was fully supplied at the hearings 
referred to above, in which there was specific reference 
made to the express rates by myself and also by attorneys 
representing the express companies. Notwithstanding the 
clearness (if I may be pardoned for saying so) with which 
this was put before the sub-committee, the bill passed in 
its present form. 

The last proviso, which states that “if the loss, dam- 
age or injury is due to delay, or damage while being 
loaded or unloaded, or damaged in transit by carelessness, 
then no notice of claim shall be required as a condition 
precedent to recover,” practically nullifies the previous 
provisos requiring ninety days’ notice, as it is only in 
exceptional cases (such as when occurring from the acts 
of God, etc., which are exempted under the common law) 
that claim for loss, damage, or injury cannot be traced 
directly to the carelessness of the railroad or its em- 
ployes. 

It is unfortunate that a law so loosely drawn should 
be given serious consideration by Congress and, in view 
of the fact that the Interstate Commerce Commission has 
jurisdiction over bills of lading and had had under con- 
sideration for some time prior to the passage of this 
act the entire bill of lading question, the passage of the 
Cummins bill was not only unnecessary, but ill advised. 

W. H. Chandler, 

Mer. Transportation Bureau, Boston Chamber of Com- 
merce. 

Boston, Mass., March 23, 1915. 

[Since the article above referred to was written it 
has become known that the probable workings of the 
law would be as stated by our correspondent; that the 
facts had been put before Congress and that, therefore, 
there was no excuse except sheer carelessness for the 
passage of the bill in its present form.—EKditor.] 


TRAP CAR HEARING AT ST. LOUIS 


The hearing in I. & S. Docket No. 545, relating to the 
proposed charge for trap or ferry car service, was con- 
tinued at St. Louis before Examiner Brown of the Inter- 
state Commerce Commission. 

F. G. Wright, Thomas Pierce, Thomas Bond and H. 
W. Eggers were counsel for the carriers, and Robt. W. 
Hall, attorney and commerce counsel, St. Louis, repre- 
sented the shippers. J. S. Burchmore represented the Na- 
tional Industrial Traffic League. 

The Memphis, Tenn., interests were also represented 
and testimony introduced by Messrs. J. A. Thomas, traffic 
manager, American Snuff Co., and J. J. Nolan, traffic 
manager, Orgill Brothers & Co. 

The first witness called was W. C. Stith, traffic man- 
ager, Terminal Railroad Association, who testified both 
as a general witness for the carriers as well as individually 
for the Terminal Railroad Association. Other witnesses 
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for the carriers were: M.H. Rudolph, agent, Frisco-Rock 
Island Terminal Co.; H. M. Robinson, local freight agent, 
Frisco Railroad; A. H. Fietsam, local freight agent, Cot- 
ton Belt Railroad; J. W. Jones, superintendent, Wabash 
Railroad; A. R. Brashear, local freight agent, M., K. & 
T. and Clover Leaf railroads; W. I. Stine, superintendent 
car service, Missouri Pacific Railroad; L. F. Shultz, agent, 
Cupples Station; G. A. Law, assistant superintendent, C., 
B. & Q. Railroad; B. H. Stanage, assistant general freight 
agent, Frisco Railroad; W. G. Browning, local freight 
agent, Big Four Railroad. 

Testimony in behalf of the shippers was given by T. 
R. Akin, president, Laclede Steel Co.; P. W. Coyle, traffic 
commissioner, Business Men’s League; A. F. Versen, in- 
dustrial commissioner, Business Men’ League; A. M. Field, 
Wrought Iron Range Co.; M. T. Curran, Ringen Stove Co.; 
A. J. Koke, A. Leschen & Sons Rope Co.; L. A. Geserich, 
Moon Bros. Carriage Co.; P. M. Hanson, National Enam- 
eling & Stamping Co.; M. L. Fitzgibbon, Funck Lumber 
Co.; S. E. Wilson, East St. Louis Commercial Club; L. P. 
Schoenhardt, Charter Oak Stove & Range Co.; J. Bock- 
stette, Huttig Sash & Door Co.; A. S. Schember, Hafner 
Mfg. Co.; C. E. Valier, Valier-Spies Milling Co.; J. F. Mc- 
Grath, Wagner Electric Mfg. Co.; J. L. McNichol, Liggett 
& Myers Tobacco Co.; H. A. Rosenbaum, Curtis & Co. 
Mfg. Co. 

The testimony of the carriers was somewhat at vari- 
ance as to the status of Cupples Station, some witnesses 
holding it to be an industry, while others claimed it to 
be a bona fide receiving and delivering station, open to all 
shippers. The question in point was finally settled by 
L. F. Shultz, agent Cupples Station, who testified that he 
is joint agent of a joint facility and that Cupples Station 
is in every respect a public freight station. 

Much stress was laid by the carriers on the expedited 
service rendered in handling trap cars. While figures were 
introduced by the witnesses for the carriers by which 
they attempted to justify the assessment of the trap car 
charge, the actual expense of handling freight received 
in trap cars was not definitely established. The figures 
varied as between stations and the local freight agents 
who testified were not prepared to say that they desired 
trap car service discontinued even if no charge is made 
therefor. 


It was pointed out that these trap cars are usually 
worked early in the morning when deliveries by dray are 
comparatively light and thus afford employment to the 
freight handlers. Some doubt was expressed by witnesses 
as to whether or not facilities are adequate for the hand- 
ling of all freight if delivered by dray, and congestion 
might result if shippers discontinue using trap cars should 
the 4-cent rate per 100 pounds with a minimum of $4.00 
per car be imposed for such service. Some of the depots 
are constructed so as to handle trap car freight both 
economically and expeditiously. 

The seventeen witnesses for the St. Louis shippers 
testified as to the location of their respective establish- 
ments, the distance from the freight depots, the causes 
which prompted them to locate in the outlying districts, 
dwelling also upon the expedited service which the car- 
riers allege they were rendering in the handling of trap 
cars. : 

The shippers through their witnesses showed that the 
freight depots are all located in close proximity to the 
river and that no freight receiving or delivering stations 
for the handling of less-than-carload freight are main- 
tained in the outlying districts either to the north, south 
or west. 
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C. E. Valier, of the Valier-Spies Milling Co., op- 
erating a mill in St. Louis, also in St. Jacobs, Ill., testi- 
fied that at St. Jacobs on the Vandalia the flour is loaded 
at the mill in station order, the shipper going to the ex- 
pense of cleaning and lining the car so as to make it serv- 
iceable for the transportation of flour. 

Under cross-examination _Mr. Valier testified further 
that the platform at the station is oil soaked and that the 
sheltered portion is usually filled. with implements and 
wholly inadequate for the receipt and protection of ship- 
ments of flour delivered by dray to be heid for forward- 
ing on the local. Mr. Valier stated that because of the 
expense incurred by his company in lining and otherwise 
making suitable cars for the transportation of flour, claims 
were reduced to a minimum account of damage while in 
transit. Other St. Louis shippers testified that they also 
loaded their freight so as to relieve the carrier from re- 
handling it at destination and this is particularly true of 
shipments of machinery, wire rope, etc. 

Mr. Koke, of the A. Leschen & Sons Rope Co., stated 
that all the blocking and bracing in the car for the trans- 
portation of wire rope is furnished by his company and 
that many of his shipments are forwarded direct from his 
side track to consignee at destination. 

Other witnesses also testified that they not infre- 
quently load trap cars through to destination or to some 
break-bulk point in transit where other package cars for- 
warded from St. Louis also break bulk and in instances 
such as this the freight is not rehandled at the St. Louis 
station. 

There was much discussion with respect to the ap- 
plication of the tariffs of the carriers on shipments moving 
direct from the industry to destination or to break-bulk 
points beyond St. Louis usually referred to as destination 
or gateway cars. 

The witnesses for the carriers were not a unit in 
their interpretation of the tariffs filed with’ the Commis- 
sion, some of them holding that the 4-cent trap car charge 
would apply even on the gateway or destination cars with- 
out explaining why a 4-cent charge should be assessed 
on such shipments if the proposed trap car charge is in- 
tended to cover the expense incidental to -the rehandling 
av the station of the shipping point. 

The hearing was Well attended, one night session be- 
ing held, adjournment being taken on Saturday at 6 
o’clock. 


TRAP CAR HEARING IN CHICAGO 


The concluding hearing in I. & S. No. 545, the inquiry 
into trap or ferry car service, was opened at Chicago by 
Examiner George N. Brown on Thursday morning. The 
examiner outlined the history of the case, announcing 
that this was a matter of such character that the Com- 
mission must dispose of it within nine months. He 
announced that under any circumstances this would be 
the final hearing, and all briefs must be in by April 19, 
without regard to the time consumed in the Chicago 
hearing. 

He proposed that protestants from points outside of 
Chicago be heard first, mentioning Milwaukee, La Crosse, 
Minneapolis and St. Paul, Duluth, Superior, Belvidere, 
Rockford, Tuscola and Quincy, Ill., and some Indiana and 
Iowa points as sources from which complaints had come 
to. the Commission. 

On the call for appearances, E. C. Lindley and 
Charles Donnelly entered appearance for the Great North- 
ern and Northern Pacific, with special reference to the 
situation in the Twin Cities and Duluth and Superior; 
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William B. McHugh for Pennsylvania Lines; J. P. Con- 
nell, New York Central Lines; F. E. Carpenter, Nickel 
Plate. - 

John §. Burchmore, National Industrial Traffic League 

For the protestants were Luther M. Walker and 
and other shippers; E. L. Ewing, Grand Rapids Chamber 
of Commerce; Colin C. H. Fyffe and C. H. Dale for 
Illinois Manufacturers’ Association; H. Miller, Michigan 
Paper Manufacturers’ Association; J. Keavy, Indianapolis 
Chamber of Commerce; H. G. Wilson, Toledo Chamber 
of Commerce; L. R. Martin, Oliver Chilled Plow Works 
and seven other South Bend industries; J. P. McCarthy, 
for J. F. Townsend, traffic manager National Tube Co.; 
H. C. Barlow, Chicago Association of Commerce; Rush 
C. Butler, Chicago Association of Commerce and Central 
Manufacturing District. 

The examiner announced that he had received no 
word from carriers whose tariffs controlled the situation 
at several of the places named, but he supposed it would 
be proper to hear protestants even if none of the car- 
riers appeared. This had been -the course pursued at 
other points. 


H. D. Cherry, Kewanee Boiler Co., was the first 
witness. This plant is on the C., B. & Q., about one- 
half mile from the freighthouse. Shipments weigh from 
10 pounds to 10 tons. The railroad has no facilities for 
handling heavy parts, and they must be loaded at the 
industry. Most eastbound freight is loaded to Chicago 
and westbound to Galesburg. No heavy pieces are re- 
handled at the local freighthouse. The company’s invest- 
ment in facilities, cranes, hoists, etce., for loading is 
about $25,000. The industry built its sidetrack, except 
that the Burlington furnished the rails. The cost was 
about $7,500. It also maintains the track. It would be 
an advantage to the industry, and also to the carrier, 
for the loading to be done at the plant, even if the car- 
rier had the necessary facilities. 


Mr. Barlow brought out that under the proposed tar- 
iff, in addition to the line haul rate of 15 cents to Chi- 
cago, the industry or someone else would have to pay 
4 cents more at Kewanee and 4 cents at Chicago, making 
more than half the line haul cost additional. The classi- 
fication compels the shipper to load and unload, yet the 
carrier wants to charge 4 cents more for handling. 


L. R. Martin qualified as representative of the Oliver 
Chilled Plow Works, South Bend, Ind., and the following 
industries in South Bend or adjoining towns: McHenry- 
Millhouse Mfg. Co., manufacturers of roofing and _ build- 
ing paper; Engman-Matthews Range Co., ranges and 
hotel goods; South Bend Toy Works, wooden toys; Mal- 
leable Steel Range Co., family and hotel ranges; Misha- 
waka Woolen Mills, rubber and woolen footwear; Shidler 
Bros., dining and library tables; Winkler Bros., freight 
and delivery wagons. 


He testified that these industries sent out, from July 1, 
1913, to June 30, 1914, 1,263 cars loaded 15,000 to 18,000 
pounds, about one-half of which go to destination with- 
out handling at South Bend. Inbound shipments in trap 
cars amount to 200 to 300 per year. If the proposed 
tariffs go into effect it will probably cause delay, and 
the carriers will have to increase their facilities. The 
provisions of the different tariffs are different. 

Mr. Connell, on cross-examination, endeavored to 
show by the witness that the draying of an average of 
four cars a day ought not to congest the stations, but 
the witness said the traffic was not regular, and on some 
days it might be necessary to load 10 to 20 cars. Some 
discussion ensued as to the proper way to load trap 
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cars, and reference was made to the damage caused by 
rehandling, which was avoided by their use. It was 
also shown that in the case of some kinds of commodi- 
ties expert loading at the plant reduced loss and dam- 
age claims. 

E. E. Genn, traffic manager United Cereal Mills Co., 
Quincy, Ill., testified that from his company an average 
of about 238 cars per year are shipped through in trap 
cars, this being about 85 per cent of their entire ship- 
ments. The distance of the plant from the Burlington 
station is about five blocks and the cost of draying is 
about 1% cents per case on the 15 per cent that is 
drayed. Cars load to 9,000 pounds. The 15 per cent are 
cars to local or near-by points. 

Cars that handle inbound traffic cannot be used for 
outbound shipments, as they are too small to permit 
loading to the minimum. 


The facilities at Quincy are not sufficient to handle 
traffic if the traffic were not handled by trap cars. 


The C., B. & Q. put in the sidetrack, charged the 
United Cereal Mills Co. $417 and 7% per cent interest 
on the same amount since. The raiiroad furnished the 
steel and maintains the track. 


A. R. Ebi, traffic manager Deere & Co., Moline, IIl., 
and East Moline, was the next witness. There are three 
lines that he uses, Rock Island, Burlington and St. Paul. 
Trap cars are loaded and sent to Silvis, about six miles 
from Moline, thus relieving other freight stations of all 
trouble of handling freight. Deere & Co. have three 
factories, representing from three to four million dollars’ 
investment. There are other industries representing 
about ten millions. There has been no addition to 
facilities for 15 years. One joint freight station, that at 
East Moline, Burlington and St. Paul, is 15 by 25 feet in 
inside dimensions, maintained by one man with office in 
a box car. 

Industries use trap cars exclusively, many of them 
as peddler cars, which are loaded in station order and 
go out daily or otherwise, as occasion demands. Business 
is largely short-point business. 

Examiner Brown wanted to know if Deere & Co. 
went into the trap-car business with their eyes shut. 
The witness said trap cars were used for mutual advan- 
tage. It makes no difference to Deere & Co. whether 
cars are loaded at factory or not. They load according 
to commodity." Plows are loaded on end, sometimes with 
handles detached. Mr. Brown explained the drift of his 
questions by stating that one of the complaints of the 
carriers was that they didn’t get good loading in trap 
cars. Witness said they loaded to 15,000 to 30,000 pounds. 

Mr. Barlow was anxious to get witness’ interpreta- 
tion of Rock Island tariff No. 21432, and witness agreed 
to get it and be recalled. 

C. J. Bertsche, Schlitz Brewing Co., Milwaukee, ex- 
plained a continuous movement of beer out and empty 
packages in. Packages are always unloaded promptly 
and cars at once reloaded. What he is chiefly interested 
in at the main plant is the inbound movement. At agency 
Stations it is the outbound movement. If tariffs go into 
effect they would have to pay 4 cents at the agency and 
In most instances 
they would be forced to dray. There are no small trap- 
car movements out of Milwaukee—everything is carloads. 

The examiner reiterated his previous statement that 
originally a tfap car was meant to cover simply a move- 
ment from an industry to the local freight station. 

H. G. Wilson thought it was not so, but rather a 
car from industry to another than the local station, 
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loaded up to 5,000 pounds, going to a transfer point on 
another line. 

If Schlitz had had to pay the proposed charge, the 
witness said, the cost would have been about $22,000 for 
last year. 

C. S. Bather; commerce counsel for Rockford Manu- 
facturers’ and Shippers’ Association, Rockford, Ill., said 
the situation at Rockford was substantially the same as 
elsewhere, except as to furniture manufacturers. They 
have a distributing house to which furniture from the 
industry is taken in carload lots by the Chicago, Mil- 
walkee & Gary. The latter performs only a switching 
service, but nevertheless a charge of 4 cents is made. 

Some discussion ensued .between the examiner, the 
witness and Mr. Burchmore as to the meaning of cer- 
tain tariffs of the Illinois Central concerning movements 
at Rockford. Large sections were read into the record 
and the matter thus put up to the Commission. 

About 35 industries at Rockford use trap-car service, 
said the witness. Most of the industries are on the west 
side of the river. The principal freight stations are on 
the east side. ,The C., M. & G. has its station on the 
east side and the other roads have small stations which 
it would be necessary to use in case of drayage. There 
is no particular advantage to industries in the trap-car 
service. The cost of draying would be about 17% cents 
a ton, as shown by figures from the Emerson-Branting- 
ham Co., manufacturers of agricultural implements. 

Mr. Ewing, with the expertness of a Grand Rapids 
representative in furniture matters, brought out from 
the witness the necessity of avoiding frequent handling. 

W. W. West, manager La Crosse Shippers’ Associa- 
tion, La Crosse, Wis., thought trap-car service at La 
Crosse was equally beneficial to shipper and carrier, 
except when transfer was made at local freighthouse, 
when the work of the carrier is unquestionably greater 
than when car goes to an outside transfer point. The 
witness favored loading such cars in station order. 

In connection with an offer on the part of Mr. 
Burchmore to distribute copies of two exhibits intro- 
duced by this witness, it was developed that there were 
no representatives of carriers in the room. In the morn- 
ing Mr. Connell had enjoyed that distinction alone. The 
examiner was asked if there were not going to be any 
railroad people present, to which he answered he didn’t 
know, and said the protestants could put’ in anything 
they liked to. 

C. W. Eggers, general traffic manager Willys-Overland 
Co., Toledo, O., being called to the stand, reminded the 
examiner of an automobile story which he told. The 
Willys-Overland Co. does carload and L. C. L. business, 
both in and out bound, and also employs trap-car serv- 
ice. The main freight station of the New York Central 
is about four miles from the plant. The other stations 
are in a group about one-half as far away. Trap cars 
outbound all go to Toledo transfer house; inbound cars 
come to transfer house and to another station about 
three-fourth mile away, known as Wagon Works Station. 

The witness introduced several exhibits showing the 
importance of the trap car service in Toledo. Cars used 
are cars that come in loaded. If proposed tariffs went 
into effect it would cut out all trap-car service and 
necessitate draying at a cost of 20 to 25 cents a ton. 
This would be to Wagon Works Station, about three- 
fourths mile from the plant. This station would be 
wholly inadequate to handle even Willys-Overland traffic. 
It has capacity for only six cars. 

J. R. Bremner, representing shippers of Madison, 
Wis., testified as to trap-car service at Madison. 
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Who’s Who In Traffic 


With June roses, June brides and sweet girl gradu- 
ates, this year of moil and turmoil, forty-two-centimeter 
guns, submarines, war zones and orders in council, comes 
a 10 per cent increase in railroad rates. The railroads 
need the money—so do those who will have to con- 
tribute it. Perhaps the whole thing will turn out to be 


nothing more serious than a nightmare. Perhaps the 
railroads will withdraw the biting 10 per cent rule, so 
that June will come with its roses, brides and the rest 
of the June company, but without the increase. 

But until they say they will withdraw that rule, the 
name of Albert Baird Cummins 
will be spoken oftener in polite 
traffic circles than that of any 
other man. It is the Cummins 
amendment that will be spoken of 
with reverence on one side of the 
street and with sulphuric emphasis 
on the other. 

Until that unhappy day when 
Albert Baird nodded, even as 
Homer is supposed to have bobbed 
his head, the name of the Iowan 
was spoken with joy and gladness 
by all those who believe it well for 
the state that agencies of the state 
should say what rates common car- 
riers by rail may expect, how they 
shall handle the traffic and in what 
practices therewith they may in- 
dulge. 

Of course Albert Baird Cum- 
mins did not intend to increase 
rates. Neither did the boy han- 
dling the “unloaded gun” intend to 
shoot olit the eye of his baby sis- 
ter. But the boy did the shooting 
and Albert Baird did the legislating 
—with the help of divers and sun- 
dry other persons, notably Robert 
Lee Henry of Texas, chairman of 
the House committee on rules, who 
coddles a great sorrow—not secret 
—because Woodrow Wilson could 
not bring himself to robbing Texas 
of Henry’s services as a law-maker 
by naming him to be attorney-gen- 
eral in his cabinet. Perhaps the best assurance that 
Albert Baird did not mean it at all is to be found in 
the fact that he smiles and smiles and keeps on smiling 
in the most pleased way imaginable when somebody 
suggests that Cummins would be a good man for the 
Republicans to nominate for president. 

‘Tis said the evil men do lives after them, while 
the good dies with them. Cummins is not one of that 
kind. The good he has done lives, and will continue to 
live. The evil he has unconsciously accomplished may 
never arrive. If it does, it is not likely to stay long. 

Cummins has been a prominent figure in railroad 
regulation since the memory of the present generation 
runneth not to the contrary. Iowa is industrious. In- 
dustry breeds ideas, and perhaps ideals, but there is no 
doubt about the industry or about the ideas. Cummins 
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is an industrious Iowan. Wherefore he has ideas and 
has had them for many years. 

“The Iowa idea” was once a famous thing in Ameri- 
can politics. Nobody rightly understood it. High pro- 
tective tariff men said it meant free trade with Canada. 
The other kind of tariff men said it meant nothing. But 
it is not worth talking about that now. Cummins de- 
vised the idea, and if it is his pleasure to quit talking 
about it, why, that’s his privilege. 

However, there is one Iowa-Cummins idea that must 
be talked about. That’s the idea written into the Act 
to regulate commerce, just about 
five years ago, that when a com- 
mon carrier by rail proposes to in- 
crease a rate, the burden of prov- 
ing that it will not be an unreason- 
able one reposes on the shoulders 
of that carrier. So well has that 
statute commended itself to the 
shipping public that many members 
of it are trying to convince the 
Interstate Commerce Commission 
that proof that the proposed rate 
will not be unreasonable clings to 
the back of the carrier with such 
tenacity that the new rate may not 
become effective until such proof 
is made. So insidiously has the 
idea grown among shippers that at 
times the Commission must remind 
them that that is not the law. The 
proof need not be offered unless 
somebody raises the question with 
the Commission, and the Commis- 
sion says it must be made. 

Whether Cummins originated 
the idea is not material. He had 
it incorporated in the law. That’s 
the point. It may have originated 
in Senegambia or in the brain of 
an illy-balanced lawyer who insists 
he wrote it. Cummins put it into 
the law, which is the essential, the 
biting, fact, as the railroads have 
discovered after four years of bat- 
tling for increases in rates. 

The Iowan who gathered him- 
self the credit or discredit that bit of legislation created 
is a slender, gray-mustached man, with a mop of gray 
hair, becoming just a little thin around the temples. 
He was born in Washington County, Pennsylvania, fifty- 
five years ago, February 15. He studied at Waynesburg 
(Pa.) College for three years, and is the bearer of the 
degree LL.D from that institution, and also from Cor- 
nell College of Iowa. He went to Iowa as a young man, 
hung out his shingle as a lawyer, went to hear cases 
tried in the court house while waiting for the briefs 
that have since come to him, talked politics and grew 
in the esteem of fellow Republicans. The Iowans liked 
the brand of politics he talked. He was never in line 
with Allison, Gear, Hepburn, the veterans: in control of 
politics in that commonwealth. The insurgents like 
Cummins said the Burlington controlled them body, sou! 
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and breeches. That was good campaign talk. It made 
Cummins a member of the. twenty-second general as- 
sembly of Iowa, Republican national committeeman from 
1896 to 1900 and governor for three terms, from 1902 
to 1908, when, on November 24 of that year, the legis- 
jature elected him to fill the vacancy caused by the 
death of Senator William Boyd Allison. He was re- 
elected in January, 1909, and again last fall the voters 
chose him to succeed himself. 

Those fond of speculation might amuse themselves 
by guessing as to what the outcome would be if he were 
forced to be a candidate to succeed himself, say, next 
November, instead of November, 1920. Those who take 
up the matter should recall the part that other attentu- 
ated Iowan, Clifford Thorne, takes, and has taken, in 
the matter of railroad regulation, and then submit their 
guesses as to what would happen to Albert Baird Cum- 
mins in the event that the 10 per cent increase becomes 
effective in June. Lest the strain be too great, perhaps 
it might be well to observe that Iowa just dotes on 
increases in rates; that Clifford Thorne worked himself 
into a frenzy for the 5 per cent increase in Official 
Classification territory, and is now going distracted with 
thinking out plans for making effective the increases 
proposed by the carriers in Western Classification ter- 
ritory—aber nicht. 

Iowa, as before observed, is industrious, produces 
ideas, and possibly ideals. Behold Cummins, Kenyon 
and Thorne. They are the jewels the Hawkeye com- 
monwealth pushes into the range of vision, and upon 
which she asks judgment. Albeit that Iowa is indus- 
trious, produces ideas, and perhaps ideals, apparently 
that is not the complete catalogue of her fecundity. In 
view of the remarks that have heretofore been made 
about the nodding of Homer and the bobbing of the 
head of Cummins, is it not possible that there is some- 
thing else which Iowa may be said to produce? 

Iowa insomnia, if there is such a thing, would have 
been a good thing on the night the Cummins bill was 
put through. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C 


March 19, in I. and S. No. 610, the Commission sus- 
pended from March 20 until July 18, supplement No. 11 
to Mutual Transit Co. I. C. C. No. 114 and Western Tran- 
sit Co. I. C. C. No. 2938. 

They provide for delivery of freight at private docks 
at Duluth, in lots of 50 tons or more, arriving at that 
port in one vessel at the regular rates applicable to Duluth. 
Under the present tariffs delivery of freight in any quan- 
tity is made at private docks at the regular Duluth rates. 

March 25, the Commission, in I. and S. No. 550, fur- 
ther suspended supplement 23 to Hosmer’s I. C. C. No. 
A-422 to September 30. It was originally suspended to 
March 31. It covers rates on stone and marble, C. L., 
not polished, lettered or figured, from Chicago and Peoria 
to St. Paul, Minn. 





SUSPENDS LAKE-AND-RAIL RATES 





The attempt of carriers to restore the differential 
between all-rail and lake-and-rail rates, broken when the 
Commission allowed the 5 per cent increase in all-raii 
rates, has been suspended until July 25. On March 2% 
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the Commission suspended to that day tariffs filed to 
become effective March 27. : 

The suspended tariffs, had they been allowed to go 
into effect, would have increased the lake-and-rail scale 
so as to restore the old differential—lake-and-rail 13 
cents, first class, under all-rail, New York to Chicago, 
and all other rates scaled accordingly. 

When the 5 per cent increase in all-rail was allowed, 
the 75-cent New York-Chicago scale became 78.8 cents. 
While the 75-cent all-rail scale was in effect, the lake- 
and-rail scale began at 62 cents and graded down in 
accordance with the established rule. 

The carriers filed this increase in rail-and-lake, not- 
withstanding the two pronouncements on the subject of 
lake-and-rail rates. They believe the differential of 13 
cents should be preserved, and they are willing to under- 
take the burden of justifying the advances on lake-and- 
rail, so as to restore and preserve that difference. By 
filing tariffs they force the Commission, in effect, to 
grant a rehearing on that phase. Had they filed a peti- 
tion for a rehearing the Commission could have denied 
that without an opportunity for a formal presentation of 
testimony and arguments. Inasmuch as the carriers 
have the ear of the public now, that sort of a move to 
bring the facts to the attention of the public is more 
effective than an application for a rehearing. The tariffs 
Suspended are as follows: 

Baltimore & Ohio Railroad Co.—Sup. 19 to I. C. C. 
10358, Sup. 49 to I. C. C. 11373, Sup 36 to I. C. C. 11378; 
Sup. 6 to B. & O. R. R. I. C. C. No. 13169, effective April 
12, 1915; I. C. C. Nos. 13799,. 13800, 13801, 13802, 13803, 
13804, 13805, 13806. 

B. & O. Lake Line, the Baltimore & Ohio Railroad 
Co.—Sup. 9 to B. & O. R. R. I. C. C. 11527; B. & O. 
R. R. I. C. C. Nos. 13808, 13809, 13810, 13811. 

Boston & Albany Railroad (New York Central Rail- 
road Co., lessee).—Sup. 29 to I. C. C. 5617; I. C. C. 
7034, 7035, 7036, 7037. 


Buffalo & Susquehanna Railway, H. I. Miller, re- 
ceiver—Sup. 20 to I. C. C. A-106, effective March 29, 1915. 

Buffalo, Rochester & Pittsburgh Railway Co.—Sup. 2 
to I. C. C. 5000; I. C. C. 5370 (Joint and Proportional 
Tariff A-2596); Canada Atlantic Transit Co. (of U. S.); 
Sup. 16 to I. C. C. T-53, effective March 29, 1915; Sup. 
44 to I. C. C. T-54; Sup. 16 to I. C. C. T-61; Sup. 11 to 
I. C. C. T-62; I. C. C. T-69, T-70, T-71, T-72, effective 
March 29, 1915. 

Canada Steamship Lines, Limited-—I. C. C. 4. 

Central Railroad Co. of New Jersey—Sup. 16 to 
I. C. C. S-4217; Sup. 40 to I. C. C. S-4948; I. C. C. S-8323, 
S-8324, S-8328, §-8329, effective March 29, 1915. 

Chicago, St. Paul, Minneapolis & Omaha Ry.—Sups. 
14 and 15 to I. C. C. 3868, effective April 11, 1915. 

Cleveland, Cincinnati, Chicago & St. Louis Railway * 
Co.—I. C. C. 6599, effective April 12, 1915. 

Delaware & Hudson Co.—Sup. 34 to I. C. C. 11291; 
I. C. C. 12014, 12016. . 

Delaware, Lackawanna & Western Railroad Co.— 
I. C. C. 12411, 12412, 12415, 12434, 12440, 12466, 12467, 
12469, 12470, 12475. 

Erie & Western Transportation Co.—I. C. C. 323, 
324, 325, 326, 327, 328, 329, 330, 331, 332, 333, 334, 335, 
336, 337, 338, 339. ° 

Erie Railroad Co. (Lines—Buffalo, Salamanca, N. Y., 
and East)—I. C. C. 12733, 12734, 12735, 12736, 12738, 
12739, 12740, 12741. 

Erie Railroad Co. (Lines—Buffalo, Salmanaca, N. Y., 
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and West Thereof)—I. C. C. A-5257, effective April 12, 
1915. 

Erie Railroad Lake Line, Erie Railroad Co.—Sup. 
19 to I. C. C. 3; Sup. 28 to I. C. C. 6; I. C. C. 8, 9, 10, 
ii.. 2A: 2h 

Grand Trunk Railway System—Sup. 10 to I. C. C. 
1535; Sup. 2 to I. C. C. 2110; IL. C. C. 2203, 2204, 2205, 
2206, 2207, 2208, 2210, 2211, effective March 29, 1915. 

Lehigh Valley Railroad Co—I. C. C. C-159, C-3287, 
C-3288, A-3651; Sup. 2 to Tariff I. C. C. B-9645. 

Lehigh Valley Transportation Co.—Tariff I. 
78, 79, 80, 81. 

Merchants & Miners’ 
447. 

Minneapolis, St. Paul & Sault Ste. Marie Ry.—Sup. 
21 to M., St. P. & S. Ste. M. I. C. C. 2824; Sup. 27 to 
M., St. P. & S. Ste. M. I. C. C. 2826, effective April 11, 
1915. 

Mutual Transit Co.—Sup. 3 to I. C. C. No. 127; Sup. 
4 to I. C. C. 129; I. C. C. 130, 181, 132, 133, 134, 135, 136. 

The New York Central Railroad Co. (Lines—Buffalo, 
N. Y., Clearfield, Pa., and East)—Sup. 19 to N. Y. C. & 
H. R. R. R. I. C. C. B-11503; I. C. C. N. Y. C. 3014, 3015, 
9024, 3025, 3026, 3028; N. Y° Cc. R. R. I. C. Cc. N. Y. 
Go 60; ic. C. N.Y. C. 3086; MN. Y.-C. RB: BL Cc. C. 
N. Y. C. 3036, 3037. 

Pennsylvania Co., Penna. Co.—I. C. C. F-636, effective 
April 12, 1915. 


Pennsylvania Railroad Co.; Philadelphia, Baltimore 
& Washington Railroad Co.; West Jersey & Seashore 
Railroad Co.—Sup 3 to JJ I. C. C. 501, effective April 
15, 1915; JJ I. C. C. 558, effective April 12, 1915; G. O. 
I. C. C. 6589, Penna. R. R.; G. O. I. C. C. 6624; G. O. 
I. C. C. 6646, 6648, 6649, 6656, 6657. 


Philadelphia & Reading Railway Co—P. & R. Ry. 
Order I. C. C. J-5435; P. & R. Ry. I. C. C. J-5445, J-5446, 
J-5447; P. & R. Ry. Order I. C. C. J-5448; P. & R. Ry. 
I. C. C. J-5450. 

Pittsburgh, Cincinnati, Chicago & St. Louis Ry. Co.— 
I. C. C. P-650, effective April 12, 1915. 

Rutland Railroad Co.—I. C. C. 3769, 3770, 3771, 3772, 
effective March 31, 1915; 3773, 3774. 

Rutland Transit Co.—I. C. C. 33, 34, 35, 36, effective 
March 29, 1915; Sup. 29 to I. C. C. 20; Sup. 1 to I. C. C. 
34; Sup. 1 to I. C. C. 35, effective April 14, 1915. 

Wabash Railroad, Edward B. Pryor, Edward F. Kear- 
ney, receivers—Sup. 39 to I. C. C. 2301; Sup. 20 to 
I. C. C. 2825; I. C. C. 3980, 3981, 3982. F 

Western Transit Co.—I. C. C. 292, 294, 295, 296, 297, 
298; Sup. 1 to I. C. C. 294, effective April 5, 1915; Sup. 
i wt LL. Cc. CO. 306: Sup. i to LC. C. 296; Sup. 1 to I. 
C. C. 297, effective April 5, 1915. 

West Shore Railroad (the N. Y. 
—Sup. 20 to I. C. C. B-4506; I. C. 
1016, 1017, 1018; W. S. R. R. I. C. 
Shore R. R. I. C. C. W. S. 1020; W. 
1021. 

E. B. Boyd, agent—Sup. 12 to I. C. C. A-284; Sup. 
15 to I. C. C. A-382; Sup. 12 to I. C. C. A-414; Sup. 5 
to I. C. C. A-562; Sup. 7 to I. C. C. A-565, effective April 
12, 1915; I. C. C. A-591, A-592, A-593, A-594. 

Wm. Cameron, agent—I. C. C. D-81, D-82, D-83, D-84. 

F. S. Davis, agent—Sup. 17 to F. S. Davis Agent’s 
I. C. C. 32; Sup. 16 to F. S. Davis Agent’s I. C. C. 33, 
effective March 29, 1915; F. S. Davis Agent’s I. C. C. 
49, 51, 52, 58, effective March 29, 1915. 

Eugene Morris, agent—Sup. 7 to I. C. C. 513, effect- 
ive April 12, 1915. 
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C. J. Pierce, agent—Sup. 28 to C. J. Pierce Agent’s 
IL C. Cc. 22; Sup. 2 to C. J. Pierce Agent’s I. C. C. 77; 
Sup. 2 to C. J. Pierce Agent’s I. C. C. 79; Sup. 2 to 
C. J. Pierce Agent’s I. C. C. 80; C. J. Pierce Agent’s 
Lc. C. 106, 109, 120, 111, 112, 1133, 114, 115. 

Buffalo, Rochester & Pittsburgh Railway Co.—Sup. 
2 to I. C. C. 5000, on pages 3 and 4 thereof, excepting 
set forth in connection with Rate Basis 15 (St. Paul), 
and on page 5 thereof. 

Pennsylvania Railroad Co.; Philadelphia, Baltimore 
& Washington Railroad Co.; West Jersey & Seashore 
Railroad Co.—Sup. 3 to I. C. C. JJ-501, on second page 
thereof, set forth under the caption “Table of Com- 
modity Rates.” 


OPERATING REVENUES DECLINE 


Red figures, indicating deficits, crept into the com- 
plete summary of the results of railway operations for 
January of this year, compared with January, 1914, made 
public by the Commission on March 20. They occur in 
“joint facility” and “transportation for investment” items 
in the accounting forms prescribed by the Commission. 
In and of themselves they are of no significance. They 
merely emphasize the long obvious fact that the operating 
revenues are declining more rapidly than expenses are 
being cut. 

The eastern district is the only exception to that rule. 
In that part of the country the cut in expenses during 
January was greater than the loss in operating revenues. 

For the country as a whole the operating revenues fell 
from $1,021 to $936 per mile. Expenses were cut from 
$795 to $716 per mile, so the net operating revenue fell 
from $226 to $221. The net operating income, that is 
the money left in the treasury for the payment of divi- 
dends, amounted to $171 per mile, as compared with $176 
in January, 1914. 

In the eastern district the operating revenue fell from 
$1,700 to $1,592 per mile. The expenses were cut from 
$1,425 to $1,285 per mile, causing the operating revenue 
to rise from $275 to $307 per mile. The net income rose 
from $195 to $227 per mile. 

In the southern district the operating revenues fell 
from $933 to $793 per mile. The decline in expenses was 
only from $695 to $589, hence the decline in the net oper- 
ating revenue from $238 to $204. The net income fell 
from $201 to $166. 

In the western district the operating revenue fell from 
$733 to $681 per mile. The expenses were cut from $535 to 
$493 and the operating revenue shrank from $198 to $186. 
The net income fell from $159 to $147 per mile. 

The story for the seven months ending with January 
runs in about the same tenor. For the country as a 
whole the fall in operating revenue was from $8,307 to 
$7,595 per mile. Expenses were cut from $5,891 to $5,314 
and the net operating revenue fell from $350 to $342 per 
mile. 

In the eastern district the operating revenue fell 
from $14,098 to $13,920. The expenses were cut from 
$10,580 to $9,405 and the net operating income rose from 
$3,518 to $3,519. The net income rose from $2,959 to 
$2,972. ; 

In the southern district, the operating revenues fell 
from $6,699 to $5,902. The expenses were reduced from 
$4,801 to $4,365 and the net income from $1,638 to $1,279. 

In the western district the gross fell from $6,130 ‘to 
$5,697; the expenses from $4,058 to $3,740; the net oper- 
ating revenue from $2,072 to $1,957 and the net income 
from $1,796 to $1,680. 





it’s 
7; 

to 
it’s 


up. 
ng 
1), 


re 
re 


ge 


or 
de 


ns 
yn. 
ey 
ns 
re 





March 27, 1915 


WANT TO RETAIN BOAT LINES 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. OQ. 

The Old Dominion and the Virginia Navigation com- 
panies came under scrutiny on March 19, when Commis- 
sioner Meyer took up the hearing on the applications of 
railroads for permission to continue their interest in 
steamship companies. The Southern, Atlantic Coast Line, 
Seaboard Air Line, Chesapeake & Ohio and Norfolk & 
Western all have an interest in those companies. 

H. B. Walker, president of the Old Dominion, was the 
only witness at the morning session of March 19. After 
telling the history of the company, he said that control 
of it enables the southern roads to compete with the all- 
rail routes of the Pennsylvania in getting traffic into 
New York. By means of questions, which, in a court of 
law, would be called leading, Chief Counsel Thom caused 
Mr. Walker to say that the service of the Old Dominion 
has been increased manifold and made more efficient by 
reason of its connection with the roads whose rails end 
at the Potomac River. He said that 75 per cent of its 
tonnage comes from its rail connections. 

“I believe the Old Dominion developed the immense 
trucking inteiests around Norfolk,” said Mr. Walker. “In 
fact, I believe it made it possible. Its steamers leave 
Norfolk in the evening, arrive in New York the next 
afternoon in time to have the vegetables get on the 
market the following morning, twenty-four hours after 
the farmers have gathered them. We beat the rail lines 
in regularity of service.” 

That the competition between the Old Dominion and 
the all-rail lines is real and not theoretical, he main- 
tained, is proved by the fact that the Old Dominion main- 
tains lower rates from Norfolk than the rail lines main- 
tain from Cape Charles, a nearer point. He said the boat 
line treats all the railroads impartially. 

On cross-examination, Mr. Boole, using as a founda- 
tion letters written in 1889, asked if the divisions on 
pig iron, received by the Old Dominion from the C. & O. 
and the Norfolk & Western were not different. 

“Tm not familiar with all the details,” said Mr. 
Walker, “but I imagine that pig iron came from different 
districts—some from the Pulaski and some from the Low 
Moor.” 

“But the service by the Old Dominion was the same,” 
suggested Mr. Boole. Before Mr. Walker answered that 
interrogative suggestion, Mr. Moore intervened to say that 
the testimony on the point about divisions would show 
that they were the same on shipments from the same 
points of origin to the same points of destination. Mr. 
Boole dropped the subject without putting into the record 
whether these varying divisions were on traffic from the 
same points of origin to the same destinations. 

He brought out the fact that the Old Dominion had 
leased part of a pier in New -York to the Pennsylvania, 
suggesting that thereby the Old Dominion had let the 
Pennsylvania into a part of the market to which it might 
not otherwise have had entrance. The suggestion in the 
questions was that there was not that real competition 
between the all-rail lines of the Pennsylvania and the Old 
Dominion. that had been claimed. Mr. Walker explained, 
however, that the Old Dominion could not use that part 
of the bulkhead and that the Pennsylvania uses it for 
peaches from Georgia. Mr. Moore got Mr. Walker to say 
that there are no peaches from the Norfolk trucking dis- 
trict. 

At the afternoon session of March 18, L. E. Chaloner, 
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freight traffic manager of the Seaboard, and Capt. John R. 
Sherwood, president of the Old Bay line of steamers, were 
the witnesses to show that the Seaboard used the boat 
line to check up on its northern rail connections and to 
put themselves into Baltimore, to which their rails do 
not run. 

At the proper time the Chesapeake & Ohio and other 
southern roads will move that the Commission dismiss 
their application for permission to continue control of 
the Old Dominion Steamship line. W. S. Bronson, attor- 
ney for that carrier, during the examination of E. D. 
Hotchkiss, general freight agent of that road, asked the 
witness whether the C. & O. could either stop or start 
the Old Dominion boats. Hotchkiss said that it could 
not; that if the Commission directed it to continue and 
the Old Dominion chose to do otherwise the C. & O. 
would be powerless. 

Bronson said that the application of the C. & O. to 
continue the Old Dominion was made out of an abundance 
of caution, but that as a matter of fact any order or 
permission granted by the Commission and directed to 
the C. & O. could have no effect upon the Old Dominion 
because the railroad does not control the line. It has a 
stock interest in it, but even the five railroads having 
stock are not able to control the Old Dominion. They 
have never been able to agree among themselves well 
enough to elect a majority of the board of directors. 

Mr. Boole’s efforts, when he took the stand at noon 
Saturday, March 20, was to show that the five railroads 
act in concert and that during the last fiscal year the 
five roads spent $122,173 in support of five fast freight 
lines via the Hagerstown, Potomac Yards and Cape 
Charles gateways to compete’ with their rail-and-water 
route in connection with the Old Dominion, and that 
therefore there is such a condition as contemplated by 
the law, whereby competition may be diminished. 


Mr. Boole’s testimony was in striking contrast with 
that of Mr. Hotchkiss, in that it showed a large expendi- 
ture for a small amount of all-rail freight through those 
gateways over roundabout routes composed of the Norfolk 
& Western, Western Maryland, Cumberland Valley and 
Philadelphia & Reading. Mr. Hotchkiss testified that 
about 257 tons passed over that route from Richmond 
during a whole year and that the C. & O. made $85 on it. 
He said that traffic moves over the roundabout routes 
on account of special considerations which overcome the 
higher rates. , 

The interesting part of his testimony was when he 
said that the five roads joined in the application have 
no practicable method of getting into New York, inde- 
pendent of the Pennsylvania, except the Old Dominion, 
inasmuch as the Pennsylvania has its own rails from 
every point in Central Freight Association territory 
reached either by the C. & O. and the N. & W. The same 
is true with regard to the B. & O. They naturally refuse 
to make all-rail rates via Potomac Yards with either the 
N. & W. or C. & O., because the effect of such rates 
would be to short-haul the northern lines. 

Mr. Hotchkiss said that the five roads are under an 
absolute necessity of getting into New York, because the 
navigation laws of the United States are such that exports 
are forced to the port where the greatest passenger busi- 
ness is done; the transatlantic ships have cargo-carrying 
capacity. The passengers want to land at New York, and 
it would not pay those big steamers to proceed to Newport 
News to discharge part of their cargo. Therefore, if the 
five roads want any of the immense tonnage moving 
toward and away from New York, they must make ar- 
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rangements to get there by means of connections other 
than the Pennsylvania and B. & O., which have their 
rails to New York from the middle West. The Old Do- 
minion Line is their way of getting to New York. There 
is just business enough to support one line; and the Old 
Dominion is the one that furnishes the service. It is a 
daily service of one day. The all-rail routes possible for 
the C. & O. and the N. & W. are four days between 
Virginia points and New York. The C. & O. and Old 
Dominion are so much one line in their operation that 
when floods keep the Old Dominion boats out of the James 
River, the all-water rates of the Old Dominion apply over 
the C. & O. The Old Dominion, when its boats are kept 
away from Richmond, loads its traffic into C. & O. cars 
and the C. & O. engines haul them to the boats.at Norfolk 
for so much per car regardless of the contents. 

Commissioner Meyer showed exceptional interest in 
the point about the inability of the C. & O. to stop or 
continue the Old Dominion service, no matter what sort 
of an order the Commission might issue. . 

Examiner Boole brought out the fact that the Penn- 
sylvania has a large stock-holding interest in the Norfolk 
& Western and that in that way the five roads and the 
Pennsylvania have absolute control over the Hagerstown, 
Potomac Yards and Cape Charles gateways and also the 
rail-and-water route via the Old Dominion. Chief Counsel 
Reath for the N. & W. objected to such testimony because, 
as he said, it is not competent in a hearing on the ap- 
plication and stockholding interest does not indicate iden- 
tity of interest. i 

W. L. Woodrow, vice-president of the Old Dominion, 
testified that the Old Dominion investment, deducting de- 
preciation, is $3,185,000. It is assessed for taxation almost 
that much, and last year it made a net return on invest- 
ment of only 7.3, which, Mr. Bronson submitted, is exceed- 
ingly modest for vessel property. 


BOAT LINE FIGURES TWISTED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

At the Thursday morning hearing of the application 
of the Southern and the Atlantic Coast lines for per- 
mission to retain their control over the Chesapeake Bay 
Steamship Co. R. Walton Moore accused A. H. Boole of 
putting things in the record that mislead and are cal- 
culated to do nothing other than mislead. Mr. Moore 
said that Mr. Boole had been putting in exhibits in all 
cases under the Panama Canal Act that contain irrele- 
vant matter, the effect of which would be to mislead the 
Commission. 

This accusation came as a sort of climax to a cross: 
examination of the examiner who has made the inves- 
tigation of the water lines controlled by railroads for the 
Commission. The incident arose over a cross-examina- 
tion on an assertion made by Mr. Boole that southbound 
rail-and-water rates from New York to Atlanta are higher 
than northbound from Atlanta to New York. 


“The reverse of that is true, isn’t it?” asked Mr. 
Green, general traffic manager for the Southern. Mr. 
Boole would not admit that that was so. Mr. Green, 
Mr. Thom and Mr. Moore united in asking questions as 
to Mr. Boole’s exhibit, the upshot of which was an ad- 
mission by the witness that he had taken a combination 
of impossible locals from New York to Atlanta as the 
rate to sustain his assertion that the southbound rate 
is higher than the northbound. The combination found 
in Mr. Boole’s exhibit is $1.60 per hundred, The north- 
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bound through rate contained in Mr. Boole’s exhibit. is 
$1.14. Mr. Green quoted the tariff authorities showing 
that the through rail-and-water rate from New York to 
Atlanta, the one on which traffic actually moves, is only 
$1.05. 

At another point Mr. Boole testified that the port to 
port rates of the Chesapeake Bay line are high. On 
cross-examination by Mr. Moore it developed that they 
are high in comparison with rates on the Great Lakes, 
where, Mr. Boole later admitted, conditions are not com- 
parable, because traffic on the Great Lakes is of so much 
greater density. 

At one point during the mix-up about the comparison 
of the northbound through rate with the southbound com- 
bination of impossible locals, Mr. Thom asked what the 
combination on St. Louis or Niagara Falls would be for 
a shipment from New York to Atlanta. 

Examiner Howell, who had taken Commissioner’s 
Clements’ place on the bench, stopped the cross-examina- 
tion at that point by indicating that the Commission, 
when it comes to consider the record, would be able to 
see that the $1.60 rate is a combination and that any 
argument based on such a comparison must fail because 
there is a through rate not given in the Boole exhibits. 

At the Wednesday afternoon session, W. H. Taylor, 
traffic manager of the boat line, R. A. Brand, vice-presi- 
dent of the Atlantic Coast Line, and Key Compton, presi- 
dent of the steamship company, were on the stand to 
tell the facts supporting the assertion of Mr. Thom, made 
in the opening statement, that the bay line is not a 
money-maker and that the southern roads maintain it 
merely to enable them to get better terms from their 
northern connections. 


PROPER CHARGE FOR SLAG 


THB TRAFFIC SERVICE NEWS BUREAl 
Colorado Building, Washington, D. C 

A supposedly small case, I. & S. No. 516, has blos- 
somed into one of the largest and most vexatious matters 
with which the Commission has had to deal for some time. 
It raises the question as to what is a proper charge to 
be made when a railroad hauls slag and other waste ma- 
terial from an iron and steel plant. Railroads centering 
at Pittsburgh, Cleveland, Wheeling and points in the 
Shenango and Mahoning valleys, raised it when they filed 
tariffs last April, increasing charges about 25 per cent. 
They now propose to charge 20 cents a ton for removing 
and disposing of clean slag and 35 cents per ton for re- 
moving brick bats and other refuse such as is to be found 
around blast furnaces. 

The iron and steel interests have figured that the new 
rates will increase their freight bills something like $2,000,- 
000. Until recent years the railroads’were glad to haul 
away the stuff to be used in filling up low places along 
their tracks and, in fact, in converting hundreds of acres 
of swamps into land upon which to build yards. Now, 
however, they are claiming that they have no further use 
for the millions of tons that are to be had for the asking. 

A hearing on the subject was held at Pittsburgh on 
February 15. Examiner Bell thought he could finish in 
one day, but he failed and on March 22 an adjourned hear- 
ing was begun in Washington which at the start threatened 
to use up the balance of that week. 

The railroads put on witnesses to show that it costs 
them from 16 to 22 cents a ton to unload the waste ma- 
terial. They have added three mills rer ton per mile as 
an arbitrary charge for an average haul of about 40 miles. 
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The average loading of a car is 42 tons. At the hearing 
on March 22, J. A. Spielman and W. J. Moore testified as 
to costs and tonnage for the Baltimore & Ohio and C. E. 
Whitlock for the Pennsylvania Lines west of Pittsburgh. 
Attorneys W. A. Parker for the B. & O. and A. P. Burgwin 
for the Pennsylvania went into the subject of costs in an 
exhaustive way because they had been informed that the 
blast furnace interests proposed suggesting that if the rail- 
roads want to impose a charge for transporting the waste 
material, they must designate the points to which the rates 
apply and actually dump the material at the places desig- 
nated and if they do not, but dispose of. the material to 
persons who can use it, then the railroads must pay for 
it and the rate must be paid by the person receiving the 
slag and refuse. 

The magnitude of the task of disposing of the slag 
and refuse from the furnaces and converters was shown 
in the testimony of C. E. Brown, chief engineer for the 
Carnegie Steel Co., at the hearing on the afternoon of 
March 22. He said that the Carnegie company alone 
produced 229,000 cars of granulated slag. Not all of it 
is granulated, but he converted the production of hard 
slag into the equivalent of granulated so as to show the 
quantity necessary to get rid of. Only about 10 per cent 
of the slag production is commercialized, that is to say, 
9v per cent is material that, so far as the furnaces and 
converters are concerned, must be wasted. 


Granulated slag has but little commercial value. 
There is so much of it that no market can be found for 
it. It can and is used as top dressing for ballast and 
for station platforms. Slag dumped in a liquid state and 
allowed to cool for from four to twelve months can be 
made into a commercial product by breaking it into sizes 
suitable for ballast and road-making. 

At the session of March 23 the witnesses for the iron 
and steel companies began showing that the railroads, 
instead of carrying the slag and refuse to dumps, are 
carrying it to points where filling is required and are 
getting the benefit of it. Instead of the transportation 
of it being an.expense, they showed that the slag really 
becomes “company material’ for which either the rail- 
roads should pay, or transport without cost to the fur- 
naces and converters. 

Mr. Brown, when asked by attorneys for the railroads, 
said he was not able to say how far the Carnegie fur- 
naces would have to carry their slag if the railroads 
did not haul it away for them, or how much it would 
cost the furnaces for land on which to dump the waste 
material. He supposed waste land could be found within 
four or five miles of any of the furnaces, but he was 
not sure. The railroad lawyers thought that they had made 
a good point when they made him admit that if the 
furnace companies were required they could get land on 
which to dump the slag. 

The Union and Bessemer roads, on which many of 
the Carnegie furnaces are located, carry the slag in a 
molten condition to dumps. The trunk lines would not 
think of carrying it in that condition. The possibility 
of a passenger train colliding with a train of molten slag 
would render such a thing unthinkable. 

At the session on March 23 the witnesses for the steel 
companies were L. C. Bihler, traffic manager of the 
Carnegie company, W. F. Purdy of the Wabash-Pittsburgh 
Terminal, J. G. Code, general manager of that company, 
C. A. Orchard of the Carnegie company, J. L. Neely of 
the American Steel and Wire, and F. A. Ogden of Jones 
& Laughlin. 

Orchard testified as to the examinations he had made 
of the places to which the carriers take the slag. He 





THE TRAFFIC WORLD 677 


said the companies, instead of “wasting” the material, use 
it in construction and repair of their roadbed, station 
platforms and in filling up swamps on which they lay 
new tracks. Instead of the material being q burden to 
them, it is a positive benefit. 

Attorney Belsterling also brought out the fact that 
in the making of raw material rates to blast furnaces, the 
carriers took into consideration the fact that they would 
get from them material for ballast that they would other- 
wise have to buy. 

Testimony on March 23 and 24, in I. & S. No. 516, 
transportation and disposition of slag and waste material 
from Pittsburgh and other points, tended strongly to 
show that the railroads, which are now proposing to 
impose a transportation charge, are using instead of 
wasting the slag. J. L. Neely, assistant to E. G. Young, 
traffic manager of the American Sheet & Tinplate Co., 
testifying on March 24, said that he had called up dif- 
ferent railroad offices to ask them whether they could 
let him have slag. 

“Almost invariably the answer was that they were 
using the slag themselves, either for ballast or fill-in 
work,” said Mr. Neely. “But they said that if we would 
advise the railroads in advance they might be able to 
deliver a few cars.” 

Attorney Burgwin asked what was the object in 
obtaining the information. The witness said he had 
made the telephonic requests for slag at the instigation 
of his chief, Mr. Young. Mr. Burgwin brought out the 
point that Mr. Neely had never asked the railroads to 
deliver slag. They appeared to think that that put the 
joke on Mr. Neely. c 

This testimony, tending to show that the railroads 
were not overburdened with slag, supplemented that of 
H. A. Ogden of Jones & Laughlin, C. A. Orchard, special 
agent for the Carnegie company, and J. T. Townsend, 
traffic manager of the National Tube Co. The latter had 
three piles of exhibit photographs and maps to show 
the immense fills the railroads are making with the 
material they get from the steel mills and blast fur- 
naces. He said the Baltimore & Ohio is to-day hauling 
slag from Youngstown to Lorain to fill in a swamp 
where it is going to install immense coal-unloading 
machines. He said the company is hauling the material 
more than 100 miles because it cannot get slag either 
in Lorain or Cleveland. The furnaces at those places 
can use all the slag they produce. Hauling slag from 
Youngstown to Lorain is moving the waste material in 
the direction of the empty haul on ore cars. It is there- 
fore not a burden upon traffic. 

“T haven’t heard Mr. Townsend qualify as an expert 
with regard to traffic conditions on the B. & O.,” sug- 
gested Mr. Parker when Mr. Townsend remarked that 
the slag movement was in the direction of the empty 
haul. ; 

“If there’s anybody that knows anything more about 
the B. & O. for the last forty years than I do,” retorted 
Mr. Townsend, “I wish you would send him -along.” 

Mr. Townsend testified that 7,900 cars of slag, which 
Mr. Spielman of the B. & O. said he did not know 
where they went, went into a four-mile fill between 
Fairmount and Kingwood. He said the B. & O. is mak- 
ing a fill near Berea, O., that is between fifty and sixty 
feet deep. He said he had never found a place where 


-the railroads “waste” slag, because they have too many 
holes to fill to warrant them in doing anything so 
foolish. 

The slag hearing came near going out of court at the 
The substance of the testi- 





Thursday morning session. 
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mony given by all witnesses up to that time was that 
the movements of slag were all intrastate. There had 
been no testimony showing any movement across state 
lines. The railroads had estimated the average haul to 
be not more than forty miles, always in the direction 
of the empty haul. That meant slag from Pittsburgh 
hauled toward the mines south and east of that city. 
From Youngstown it meant slag moving back into Ohio 
in empty ore cars, and slag moving from Wheeling toward 
the mines in the interior of that state. 

“What will you do if the Commission decides it has 
no jurisdiction?” asked Examiner Bell. Attorney Burgess 
of the Erie said that they would certainly take the matter 
to the state commissions by filing intrastate tariffs. He 
added that if there is such a possibility, it would have 
been well for the lawyers to argue the jurisdictional ques- 
tion before any of the testimony in the now voluminous 
record had been taken. 

The steel people will be exceedingly glad to have 
the subject taken up by the state commissions of Ohio 
and Pennsylvania. In the industrial railway and car- 
spotting propositions, they have held with the shippers 
against the railroads. 


J. W. St. Clair, assistant superintendent of transporta- 
tion of the Cambria Steel Co., who took the stand Wednes- 
day afternoon, proved himself to be the star witness for 
the protesting iron and steel interests. There was ap- 
parently no point on which he was not prepared to com- 
bat the railroad claim that the disposition of the slag 
is a burden to them. 


He brought out the fact that the railroad companies, 
right to this day, treat slag as company material. He 
said that his company bills the slag to the agent of the 
Pennsylvania Railroad at Johnstown and the material is 
treated as company material, the railroad refusing to 
place revenue stamps on the bills of lading. Thereby it 
claims the material is company property. 

The railroad testimony has been that the cost of un- 
loading runs from sixteen to twenty-five cents a ton. St. 
Clair figured cost between three and four cents a ton 
on dumps maintained by that company in which the 
railroad track is always kept on the brink of the fill. 
The railroad attorneys asked him if he would take a 
contract to unload slag for them at the rate of four cents 
a ton. Examiner Bell told him he need not answer that 
question. The witness had explained that the Cambria 
company spends a good deal of money to keep the tracks 
on the brink of the dump so as to keep the unloading 
cost low. 


“Your cost of unloading would not be so high if you 
put a little thought-power back of what you are doing,” 
retorted the witness when the railroad lawyers hegan 
twitting him about his figures which show one man unload- 
ing more than six tons an hour. He made some 02f his 
figures before and some after the Pittsburgh hearing, at 
which the railroads put in exhibits tending to show that 
in imposing the charge of twenty cents a ton for trans- 
porting slag they were being exceptionally reasonable. 


St. Clair had exact measurements of various points 
at which the railroads are dumping the slag to show 
that instead of being a burden the contributions made 
by the furnaces and mills are a blessing and a benefit. 

In those measurements he was corroborated by H. T. 
Porter, chief engineer for the Bessemer & Lake Erie, 
the road which takes slag from the Carnegie furnaces 
and is glad to get it, without imposing a charge. He and 
the witnesses for steel and iron plants not connected with 
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the steel corporation were in perfect accord, which is 
something of a sight, because the independents and the 
steel corporation, in transportation matters, have been 
as far apart as they are supposed to be in the manu- 
facturing and marketing phases of their business. 


EXPRESS CASE REOPENED 





The express case, it was announced on Saturday, is 
formally reopened. Hearings will be held at the earliest 
convenience of the Commission, which seems to recog- 
nize that the companies are in a bad way by reason of 
their compliance with the previous action of the Com- 
mission under which their deficits are increasing month 
by month. 


WANTS ORDER MODIFIED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

California terminal lines and lines leading to north 
coast terminals have submitted two plans to the Com- 
mission for making rates under schedule C, which modi- 
fies the original order in I. and S. No. 124, to interme- 
diate points from eastern defined territories. The Com- 
mission will hold a hearing as to the proposals on April 
12, at which Examiner Thurtell will preside. 

On account of these proposals the effective date of 
schedule C and the effective date of the order in Docket 
No. 3799, Santa Rosa Traffic Association vs. Southern 
Pacific et al., has been postponed from May 1 to June 1. 
The plan of the California terminal lines is as follows: 

“Deduct from terminal commogity rates 7 cents per 
100 pounds, carloads, and 10 cents per 100 pounds, L. C. L., 
for basing rates, to which add full local rates from near- 
est terminal point to destination. This basis is to prevail 
eastward from the terminal point until point is reached 
where the direct rate is the same or less. In no case 
shall rate to any back-haul point be less than to the 
terminal point.” 

The north coast lines have submitted the following 
plan: 

1. Rates to points in group 2, as sohwn in T. C. 
F. B. tariff 4-L, shall be made by adding to the terminal 
rates not more than 5 cents per 100 pounds for carload 
shipments, and 10 cents per 100 pounds for less-than- 
carload shipments. 

2. The rates to points in group 3, as shown in T. C. 
F. B. tariff 4-L, shall be made by using terminal basing 
rates 5 cents on carloads and 10 cents on less than car- 
loads, less than the rates to Pacific coast terminals. To 
these basing rates shall be added the lowest rate apply- 
ing from any Pacific coast terminal point, provided that 
the rate thus made shall not be less than the rate for 
a similar shipment to group 2 points, as above stated, or 
more than the rate for a similar shipment to group 4 
points, as hereinafter stated. 

3. The Washington-Idaho line shall be the eastern 
boundary of group 4, except that points on the line of 
the Northern Pacific Railway from Pullman, Wash., to 
Lewiston, Idaho, shall be included in group 4. Rates 
shall be made to points in group 4 by the same method 
as to group 3, excepting a limited list of carload com- 
modity rates embracing staple articles which are regu- 
larly shipped by sea, upon which lower rates are neces- 
sary to insure direct movement from the East and per- 
mit reasonable competition in the distribution from group 
4 points as against shipment by sea and subsequent dis- 
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tribution of the same commodities from Pacific coast 
ports. Below is shown the list of commodity rates, stated 
in cents per 100 pounds, marked schedule. C-2: 


SCHEDULE C-2. 
From 
Pitts- New 








Commodities. Chicago. burgh. York. 
Canned Goods, minimum 60,000 lbs. (Items 
SS Serr ree ae 80 90 100 


Coburn ys ac avd a radet Oho r resis Cane eee 80 90 100 
Articles of Iron and Steel, including Wire 
and Nails, minimum 80,000 lbs, (Items 632, 


Coffee, Green, minimum 60,000 lbs. (Item 
380 


638, 666, 678, 680, 686, 688, 702, 704)........ 70 75 80 
Minimum 50,000 lbs. (Items 632, 676, 678, 680) 80 85 90 
Lye, Concentrated, minimum 60,000 Ibs. 

TD. nase spin amelie 5. icdcie a@iy-« sautne ie 80 90 100 
Paper, minimum 40,000 Ibs., as described in 

eee SS a rear re 80 90 100 
Soap, minimum 60,000 Ibs. (Item 1046)...... 80 90 100 
Starch, minimum 40,000 Ibs. (Item 1058).... 90 100 110 


4. In the republication of tariff 4-L an additional 
group will be provided to include those points on each 
road which are situated east of the east boundary of 
group 4, as above described, and west of the Idaho- 
Montana state line. The rates to points in this group, 
No. 5, to be made in the same manner as rates to points 
in group 4, excepting that the rates on the commodities 
named in schedule C-2 shall be 10 cents per 100 pounds 
higher than the rates on the same commodities to points 
in group 4. . 

5. Rates from eastern defined territories to points 
east of the eastern boundary of group 5, as above de- 
scribed, shall be limited by the maxima prescribed in 
the report and order of the Commission, but the rates 
on schedule C-2 commodities shall not be more than 10 
cents higher than rates on the commodities to points in 
group 5. 

The carriers also petition for modification of that 
part of the order which fixes maximum commodity rates 
upon less-than-carload shipments from Missouri River 
points to points intermediate to Pacific coast. The car- 
riers ask for authority to establish as maxima on less- 
than-carload commodities from Missouri River to inter- 
mountain territory rates made by taking 80 per cent of 
the present class rates now effective from the Missouri 
River to Reno, Phoenix and Spokane. The present class 
rates from the Missouri River to Reno, Phoenix and 
Spokane are: 


1 2 3 4 
I hab by0ar dtewedeeneeeienhe4 $2.50 $2.17 $1.83 $1.58 
Eighty per cent of the above rates would result in 
rates of: 


Re ee eee eee. $200 $1.73 31°46 91 's6 

The carriers further propose that rates from points 
east of the Missouri River. be made by adding to the 
rates above named the differentials prescribed in the 
report. 


STATISTICS OF EXPRESS COMPANIES 


THE TRAFFIO SERVICR NEWS BUREZAO, 
Colorado Building, Washington, D. O. 
The sixth annual report on the Statistics of Express 


Companies in the United States for the year ended June 
30, 1914, will shortly be ready for delivery, but the de- 
mands upon the printing appropriation of the Interstate 
Commerce Commission make the general free distribu- 
tion of this report impracticable. Copies of the publica- 
tion, however, can be purchased from the Superintendent 
ef Documents, Government Printing Office, Washington, 
D. C., at 10 cents each, and as only a limited number 
will be printed, any copies wanted should be ordered 
promptly from the Superintendent of Documents. 

In this report of 38 pages, statistical information is 
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given for the 11 important express companies, and is 
similar to that in the preceding report, being included 
under the following heads: 

Classification of Mileage Covered by Operations. 

Mileage Covered by Operations, by States and Terri- 
tories. 

Cost of Real Property and Equipment. 

Statement Showing Inventory Value of Equipment 
Owned. 

Income Account and Profit and Loss Account. 

Analysis of Operating Revenues. 

Analysis of Operating Expenses. 

General Balance Sheet Statement. 

Statement of Financial Paper Issued. 

For convenience, some general information supplied 
by the Superintendent of Documents is here given: 

“Remittances should be made to the Superintendent 
of Documents, Government Printing Office, Washington, 
D. C., by postal money order, express money order or 
New York draft; currency at sender’s risk. Postage 
stamps, foreign money, worn coin or uncertified checks 
will not be accepted.” 


OHIO RIVER CROSSING RATES 


(By Special Telegram March 26.) 

Against a strong fight by rail carriers, the Commis- 
sion to-day decided that proportional rates to and from 
Ohio River crossings, now restricted to southern rail 
connections of northern lines, must apply to Chattanooga 
packet water line. This applies particularly to the Ili- 
nois Central, the Burlington and Chicago & WHastern 
Illinois. If not enjoined by the courts, or settled by ne- 
gotiation between rail lines and the boat company, this 
decision means the disruption of all rail rates to and 
from southern points by vastly increasing the difference 
between all-rail and water-and-rail rates. 





COST OF CARRYING MAILS 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Committee on Railway Mail Pay, of which Ralph 
Peters, president of the Long Island Railroad, is chair- 
man, has issued a circular letter addressed to the rail- 
roads carrying mail and parcel post, asking them to co- 
operate with it in bringing to the attention of the mem- 
bers of the next Congress a full realization of the fact 
that Postmaster-General Burleson and Chairman Moon of 
the House committee on post offices and post roads, if 
allowed to have their way, would confiscate the property 
of the railroads by having Congress give the postmaster- 
general unlimited power over the fixing of compensation 
for the carriage of the mails. 

The appeal to the officers of the railroads is made 
on account of the assertion, made in behalf of the post- 
master-general and Chairman Moon, that it was the rail- 
roads which throttled the post office appropriation - bill, 
carrying $325,000,000. The committee takes the oppor- 
tunity to call attention to the extravagant statements and 
wholly unsupported declarations of Chairman Moon, not 
only as to the rate of mail pay, but as to the cost of the 
investigation to ascertain that cost. Moon said the in- 





‘vestigation cost $600,000. The circular shows that the 


cost was a little less than $26,000. Moon also asserted 
that the railroads were charging the government twice 
as much for carrying the mails as they are charging 
the express companies for carrying what they have to 
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ship. The circular comes back with quotations from the 
Joint Congressional Committee on Railway Mail Pay 
which show that the mail earnings by the railroads are 
‘decidedly lower than from express, on a car-mile basis, 
which is the best basis for comparison we have.” 


BOAT LINE WANTS CONNECTIONS 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Port Huron & Duluth Steamship Co., which as- 
serts that it believes it is the only common carrier on 
the upper lakes in the package freight and passenger 
business not owned or controlled by railroad companies, 
has filed a complaint against the Pennsylvania, the Cen- 
tral of New Jersey, New Haven, the Grand Trunk, the 
Great Northern, the Northern Pacific and the Soo Line, 
asking to be made a connecting link in east and west 
bound business. It alleges the Pennsylvania and the 
other carriers concerned refuse to make through rates 
and equitable divisions with it for the sole reason that 
it desires to maintain a monopoly for package and pas- 
senger business for the Anchor Line, owned and con- 
trolled by it. 

The complaining company has three steamers, with 
an aggregate tonnage of 6,171, which ply between Port 
Huron, Mich., and Duluth. It has been in business for 
fourteen years, and in that réspect differs from the Flour 
City Line, which is the last one which undertook to force 
through route and joint rate arrangements between itself 
and eastern trunk lines, the western trunk lines being 
willing to enter into such arrangements. 

The complaint says the Pennsylvania is willing to 
enter into joint rate relations only on such terms as would 
leave it no profit, or on such terms as would tend to pre- 
serve the monopoly for the Anchor Line steamers. 





CARRIERS MAY STAND PAT 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O 


Thought here in Washington as to what the railroads 
intend doing with the advantage the Cummins amend- 
ment is supposed to give them is veering from the quar- 
ter in which it set a week ago. It now inclines to a 
belief that the carriers will stand pat and call on the 
shipping public to pay 10 per cent more. 

A more definite idea as to what they think they will 
do will probably be developed early next month, at which 
time there is to be a conference between Commissioners 
and traffic officials, with a view to seeing what can be 
done. Naturally, the Commissioners want to devise some 
method whereby rates can be kept where they are and 
the uniform bill of lading retained. That bill of lading 
is the fruit of many years of effort. The Cummins 
amendment seems to make its vital parts illegal. 

There may be a husk of it left after the clearly 
illegal parts have been taken out, but a skeleton is not 
what the Commission has been working for during the 
last 10 years. 

It is represented by those who have been more or 
less in touch with the situation that important officials 
of the big carriers believe the public is so much in favor 
of better earnings for the carriers that they can afford, 
as a matter of policy, to take the 10 per cent increase 
in rates and trust to Congress to correct its own mis- 
take by authorizing the Commission to prescribe a bill 
of lading not inconsistent with the terms of the Cum- 
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mins amendment, but which shall, however, relieve the 
public from the flat 10 per cent increase in rates. 


CASE REOPENED 


Acting upon the advice it received in the court at Chi- 
cago, the Duluth & Northern Minnesota has asked the 
Commission for a rehearing in docket No. 5327, Pulp and 
Paper Manufacturers’ Traffic Association against the Chi- 
cago, Milwaukee & St. Paul and others. The Commission 
has reopened the case for hearing on the matters and 
things within the scope of the pleadings. That is to say, 
the Duluth & Northern Minnesota will be expected to 
show to the Commission that the reduction in rates ordered 
in the case causes such a loss of revenue as to make the 
order confiscatory in its effect. 

The court, composed of Judges Kohlsaat, Landis and 
Geiger, dismissed the application of the complaining car- 
rier for an injunction on the ground that the Commission 
is the body to which the carrier should have applied for 
relief, intimating that if the Commission denied it, then it 
would be time to come to the courts with an allegation 
of that kind. The court refused to receive testimony at 
all, saying that the Commission is the body to which facts 
about disappearing income should be taken, because it has 
the power to allow increases in rates which would be ef- 
fective for the future, 





BAGGAGE IN NEBRASKA. 

The Nebraska railway commission has allowed the 
applications of the Union Pacific, Chicago, Burlington & 
Quincy, Chicago, Rock Island & Pacific, Chicago, St. 
Paul, Minneapolis & Omaha and St. Joseph & Grand 
Island to cancel their present rules relating to baggage 
and to substitute therefor the following in line with that 
approved by the Interstate Commerce Commission: 

“On and after March 29, 1915, trunks or cases, con- 
structed in the form of a trunk, or other rigid containers 
which are not square or rectangular, will not be accepted 
for transportation in regular baggage service, except that 
such trunks, cases or other rigid containers may not 
have to exceed two bulging sides, provided the bulging 
sides are opposite to each other; pentagonal trunks, de- 
scribed as trunks with one corner cut off, without bulging 
sides, will also be accepted as baggage.” 

Pentagonal trunks are described as those generally 
used for the transportation of cash registers and weighing 
machines. 


FERRY CHARGE ON SPACE BASIS. 

The Commission, on March 23, in I. and S. No. 613, 
suspended until July 23 an Erie tariff readjusting ferry 
charges between Jersey City and New York City. The 
passenger fare of 3 cents is left unchanged, but the 
charges on vehicles are to be placed on the weight and 
space basis. In justification of the proposed change, the 
Erie submits that a two or three ton milk truck should 
pay more than was paid by the two-wheeled milk cart, for 
the transportation of which the rate now in effect was 
established. The team and truck owners of the metro- 
politan district are objecting with strenuousness against 
Erie I. C. C. No. 12720. Until the Commission began 
calling attention to the free and inadequately paid for 
services, the Erie did not file its ferry tariff. The Com- 
mission suggested that it should, and the company, when 
it complied with that suggestion, went at the subject 
in the light of the fact that the conditions have greatly 
changed since the charges were originally established. 
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It is now trying to make the ferry self-supporting. The 
team owners are insisting that the ferry made $61,000 in 
1913. They. took that figure from one of the reports 
made by Examiner Boole. The Erie calls attention to 
the fact that that $61,000 used by Mr. Boole is the net 
operating revenue and not the net profit. Instead of a 
net profit, the ferry company made a deficit which the 
railroad company had to make good. 


CORRECTS EXPRESS INCONSISTENCIES. 

To correct inequalities amounting to absurdities, 
caused by the meandering lines of the railroads involved, 
the Commission on March 20 issued its thirteenth sup- 
plemental order in the express rate case. Lines of rail- 
roads follow the water grades as nearly as they can. The 
lines of the blocks and sub-blocks are straight. There- 
fore it happens that, owing to a curve in the railroad, a 
station between two other stations is thrown into a higher 
rated block. By means of the supplemental order in- 
consistencies of that kind are corrected in Alabama, 
Georgia, Kansas, Kentucky, Louisiana, Michigan, Missis- 
sippi, Missouri, New Mexico, North Carolina, Ohio, Ore- 
gon, Pennsylvania, Texas, Utah, Virginia and Washington. 
Eighty places are affected. The order directs the sub- 
stitution of scale numbers in the tariffs, so that the sta- 
tions affected will have the proper rates—that is, the same 
as other stations in the sub-blocks, if the lines of the 
railroads were as straight as the boundaries between 
blocks and sub-blocks. 


DISMISSES GRAIN CASE. 

Upon motion of complainants, the Commission has 
dismissed No. 7106, Anchor Grain Co. vs. Chicago, Bur- 
lington & Quincy et al., and No. 6913, H. C. Jones & Co. 
vs. Northern Central et al. 


POSTPONES EFFECTIVE DATE. 

The effective date of I. and S. No. 405, transcon- 
tinental rates to Santa Clara, San Jose and Marysville, 
Cal., has been postponed from April 1 to June 1, in ac- 
cordance with the arrangement made with regard to 
other matters raising similar questions. 


DENIES REHEARING. 

The Commission has denied rehearing in I. and S. No. 
455, rates on fresh fruits and vegetables, requested by 
the protestants. 

It has also denied rehearing in No. 3846, Young & 
Cutsinger vs. L. & N. 


_ DOINGS OF THE TRAFFIC CLUBS 


The Grand Rapids Traffic Club held its first meeting 
under the new administration on March 18. Fred M. 
Briggs, newly elected president, was in charge of the 
meeting, which was attended by 85 members and guests. 
The president delivered his inaugural address, in which 
the various club activities were discussed for the work 
of the coming year. Sidney L. Vaughan, traffic manager 
of the Grand Rapids, Grand Haven & Milwaukee Railway, 
gave an interesting review of his recent visit to New 
Orleans, La., and its many historic points of interest. 
Frank K. Girdler entertained the audience with a Jewish 
monologue and an original medley of popular songs and 


titles. The principal address was delivered by Rev. Dan- 


iel Roy Freeman, pastor of All Souls Church, on the sub- 
ject of “The Utter Futileness of Modern Warfare.” The 
March issue of “The Interchange,” the club’s monthly pub- 
‘ication, made its appearance and contained pictures of 
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the officers and members of the executive committee for 
the year 1915. 

At the annual meeting of the Baltimore Traffic Club, 
held recently, the following officers were elected: Presi- 
dent, W. W. Erdman, assistant to the president of the 
Bay Line; first vice-president, T. Murray Maynadier, grain 
merchant; second vice-president, W. A. Shropshire, gen- 
eral agent Western Maryland Railway; secretary, C. C. 
Kailer, soliciting agent New York & Baltimore Trans- 
portation Line; treasurer, W. H. Smallwood, traffic man- 
ager Crown Cork and Seal Co.; board of governors, Alan 
W. Graves, T. F. A. M. & M. T. Co.; Paul Gessford, 
T, M., M. & P. R. R.; J. L. Hayes, C. F. A., B. & O. R. R.; 
N. J. Elliott, agent, Star Union Line; F. L. Eareckson, 
care of Sherwood Distilling Co.; Joseph G. Fick, T. M., 
Southern Can Co.; Lloyd Cronhardt, T. M., Baltimore Bar- 
gain House. 

The regular monthly meeting and annual election of 
officers of the Brooklyn Traffic Club, Inc., was scheduled 
to be held at the club rooms, No. 81 Hanson place, March 
26. The entertainment committee had arranged a special 
program and the evening was turned over to it. The 
ticket as reported by the nominating committee is as 
follows: President, F. W. Conn; first vice-president, C. 
P. Gaither; second vice-president, R. G. Cook; third. vice- 
president, E. G. Prendergast; secretary, Geo. E. Shephard; 
assistant secretary, C. A. Schleicher; treasurer, E. L. Cole; 
trustees, three years, Joseph Mills, C. G. Tagliabue, F. 
Rochambeau. 

March 30 will be election night and smoker night at 
the rooms of the Traffic Club of Chicago. The names 
of candidates on the regular ticket have previously been 
published in The Traffic World. 

The Traffic Club of Kansas City held its regular 
semi-monthly luncheon in the banquet room of the Hotel 
Baltimore on Saturday, March 20, President F. M. Cole 
presiding. The attendance was greater than at any pre- 
vious meeting—there being about 200 members and guests 
present—showing the luncheons are becoming. more pop- 
ular with the members. The topic for discussion at this 
meeting was “The Effect Upon the Shipping Public in 
Complying with the Regulations of the Kansas City Rail- 
road Collection Bureau,” recently organized by the Kan- 
sas City lines for the centralization of the collection of 
freight charges from Kansas City shippers and receivers. 
The shippers and carriers were afforded an opportunity 
to express their individual views on the subject and the 
effect of the bureau on their business generally, and it 
was the opinion of the shippers that the recent rulings 
promulgated by the bureau were decidedly impracticable 
as well as impossible of execution. E. L. Copeland, treas- 
urer, Santa Fe system, Topeka, who is also chairman 
of the executive committee of the Collection Bureau, was 
present as a guest of the club, representing the railroads, 
and assured the members that with their full co-operation 
the difficulties complained of would all be ironed out and 
the bureau in good running order in a very short period. 
The club also gave an impromptu smoker at the Coates 
House on Wednesday evening of this week, complimentary 
to the visiting railroad officials and shippers in attend- 
ance at the trap car hearing before Examiner Brown 
of the Interstate Commerce Commission, which was in 
session in Kansas City three days of this week. The 
club will give its next luncheon March 30, complimentary 
to George D. Dixon, vice-president in charge of traffic, 
Pennsylvania Railroadewho will be in town on that date. 
Addresses will also be made by John H. Atwood, attor- 
ney, and J. F. Holman, vice-president in charge traffic, 
Kansas City Southern Railway, Kansas City. 











Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


_In this department we shall answer simple questions reiat- 
ing to the law of Interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers in tess than six 
weeks from the time of receipt of the question. Readers desir- 
ing special service by requiring immediate answer may secure 
privately written answers to their Inquiries by the payment of 
a small fee, given on application. 

Address al Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Shipper Not Bound by Carrier’s Unauthorized Routing at 
Higher Rate. 

Kansas.—Question: “On January 18 the A. B. Co. 
shipped us a carload of flaxseed from point C, which is 
located on the D. & E. Railway. This shipment is routed 
on the bill of lading via F, in care of the G. & H. Ry., 
whereas it should have been routed via I, in care of the 
G. & H. Ry. By reason of the fact that it was routed 
via F, and moved that way, there was an overcharge of 
$11.20. In settling for the car we deducted this amount 
from our remittance to the shipper on the theory that, as 
the bill of lading specified F routing, the shipper becomes 
responsible for the rate applying via F, and that to secure 
the benefit of the lowest rate in effect between C and 
destination point, the shipper should either have left the 
shipment unrouted or should have routed it via I, the 
correct routing. The shipper contends that, inasmuch as 
the bill of lading was made out entirely by an employe 
of the railroad company at C, and simply signed by the 
shipper’s agent, that the railroad company and not the 
shipper becomes responsible for ‘the routing shown 
thereon. We contend that when the shipper’s agent 
attaches his signature to the bill of lading he assumes 
responsibility for the routing shown thereon. As the mat- 
ter now stands, we were entitled to the lowest rate in 
effect from C to destination point, and we have deducted 
the overcharge of $11.20 from our settlement with the 
shipper, who says that he is not responsible for the 
same and that we should file a claim for this overcharge 
against the transportation company.” 

Answer: If the shipper tenders his traffic unrouted, 
it is the duty. of initial carrier to forward it via the 
cheapest available route. Where it is customary for the 
shipper to prepare the bills of lading and shipping orders, 
and he desires a particular route, he should note the same 
accurately on both, and will be bound thereby. If, how- 
ever, the shipper gives no routing instructions, but leaves 
it to a freight agent to select the route for him and to 
ship it via that route, such freight agent is the agent 
of the shipper as well as of the company in selecting 
the route which will be best and least expensive to the 
shipper, and should in every instance, to the best of his 
knowledge and information, select such route as will be 
best and least expensive to the shipper, and make such 
notation on the waybill as will properly carry the freight 
by that route. Interstate Transportation by Barnes, sec- 
tion 191, also section 15 of the Act to regulate commerce. 

Nevertheless, if the shipper specifically routed the 
shipment via a route taking a higher rate, or failed to 
observe legal requirements by which to secure the lower 
rate, and the shipment actually moved via the route 
taking the higher rate, it is questionable if the consignee 
has any remedy against the shipper in the absence of 
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any agreement to the contrary, because the obligation 
imposed by the act upon the carrier to transport unrouted 
shipments via the chapest and most available route are 
not equally imposed upon the shipper, and the same legal 
duty is not thereby required of him. 
4 a ¥ ¥ 

Declared Valuation Conclusive in Loss or Damage Claims. 

Illinois —Question: “Will you kindly favor us with 
an opinion as to our right in our claim for invoice valuc 
of a shipment valued at $29.53, where, in error, the valua 
tion was stated as $17 on the original express receipt? 
We have such a claim and the express company informed 
us that we are estopped in any effort we might make 
to prove that the value was greater than the declared 
valuation at time of delivery to them for transportation. 
Our contention is that, as the value was not greater than 
$50, the question of rate did not enter into the transac- 
tion, and, therefore, our claim for invoice value is valid.” 

Answer: The new form of express rates prescribed 
by the Commission provides that the liability. of the 
carrier should be limited to a maximum of $50 on each 
shipment weighing less than 100 pounds, and to a maxi- 
mum of 50 cents per pound on shipments weighing more 
than 100 pounds, unless a greater value is declared at 
the time of the shipment. In Re Express Rates, Prac- 
tices, Accounts and Revenues, 28 I. C. C., 138 (see page 
312 of the Aug. 9, 1913, issue of The Traffic World). In 
the case of Kansas Southern Ry. vs. Carl, 227 U. S., 639, 
the court held that “the valuation declared or pgreed 
upon as evidenced by the contract of shipment upon 
which the published rate is applied, must be conclusive 
in an action to recover for loss or damage, in a greater 


sum. To permit such a declared valuation to be over- 


thrown by evidence aliunde, the contract for the purpose 
of enabling the shipper to obtain recovery in a suit for 
loss or damage in excess of the maximum valuation 
thus fixed would both encourage and reward under valu- 
ations, and bring about preferences and discriminations 
forbiden by the law. Such a result would neither be 
just nor conducive to sound morals or wise policies.” 
This. view was reaffirmed by the same court in a more 
recent case, the Geo. N. Pierce Co. vs. Wells Fargo & Co., 
published on page 492 et seq. of the March 6, 1915, issue 
of The Traffic World, and in which the court held that 
a shipment of automobiles valued at $15,000, if shipped 
under the $50 valuation clause, is not an arbitrary and 
unreasonable limitation in the guise of valuation, since 
the legality of the contract does not depend upon the 
valuation which shall have a relation to the actual worth 
of the property.” 

However, on and after July 1, 1915, by reason of the 
provisions of the Cummins Liability Bill, amending the 
Carmack amendment to the Act to regulate commerce, 
a carrier will be forbiden from issuing receipts or bills 
of lading limiting the amount recoverable in loss or 
damage claims to a sum less than the actual loss, damage 
or injury sustained. 

. ” + 
Inland Proportion of Through Rate on Foreign Commerce. 


Ohio.—Question: “We shall appreciate any citations 
to- cases which you may be able to give us involving 
proportional commodity rates applying on traffic received 
by rail carriers at Atlantic seaboard ports, originating 
in foreign countries. We should.like to know upon what 
theory they are established and if they have ever been 
before the Interstate Commerce Commission or federal 
courts in cases involving their reasonableness.” 

Answer: Section 1 of the Act to regulate commerce 
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gives the Interstate Commerce Commission jurisdiction 
over any common carrier engaged in the transportation 
of property, partly by rail and partly by water, when 
both are used under a common control, management, or 
arrangement for a continuous shipment, when shipped 
from a foreign country to any place in the United States 
and carried to such place from a port of entry, either in 
the United States or an adjacent foreign country. Sec- 
tion 6 of the act, as amended Aug. 24, 1912, gives the 
Interstate Commerce Commission power to establish 
physical connections between the lines of the rail carrier 
and the dock of the water carrier by directing the rail 
carrier to make suitable connections between its line 
and a track or tracks which have been constructed from 
the dock to the limits of its right-of-way, and to establish 
maximum proportional rates by rail to and from the ports 
to which the traffic is brought, or from which it is taken 
by the water carrier, and to determine to what traffic, 
and in connection with what vessels and upon what terms 
and conditions such rates should apply. By proportional 
rates are meant those which differ from the corresponding 
local rates to and from the port and which apply only 
to traffic which has been brought to the port or is carried 
from the port by a common carrier by water. 

Even prior to this amendment, the Commission held 
itself as possessing full power in the premises. In re 
Advances for Transportation of Cotton and Cotton Linters, 
23 I. C. C., 404 (see page 1021 of the May 25, 1912, issue 
of The Traffic World); In re Wharfage Charges at Gal- 
veston, 23 I. C. C., 535 (see page 1063 of the June 1, 1912, 
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issue of The Traffic World); N. O. Board of Trade vs. 
I. C. R. R. Co., 23 I. C. C., 465 (see page 1071 of the June 
1, 1912, issue of The Traffic World). 

Section 15 of the act empowers the Commission to 
prescribe just and reasonable rates as maximum charges, 
and the Supreme Court of the United States has held 
that this power of the Commission is exclusive and with- 
out review. This section also gives the Commission 
power to prescribe proportions of through rates when the 
carriers fail to do so. Under these powers the Com- 
mission has frequently recognized the right of the carrier 
to apply rates from interior points to ports on the Atlantic 
Ocean which are less than the local rate from such in- 
terior points to such ports. In the matter of Transporta- 
tion of the Chesapeake & Ohio Ry. Co., 21 I. C. C., 210 
(see page 5 of the July 1, 1911, issue of The Traffic 
World). The U. S. Supreme Court has also held that 
a carrier may lawfully make an import rate from a port 
in the Untied States to an interior destination less than 
its domestic rate from the same port to the same des- 
tination. T. & P. R. R. Co. vs. I. C. C., 162, U. S., 197. 
For other cases involving the reasonableness of inland 
proportional through rates, see Alexander H. Erickson 
Co. vs. C. M. & St. P. R. R. Co et al, 29 I C. C., 414 (see 
page 376 of the Feb. 21, 1914, issue of The Traffic World) ; 
Chamber of Commerce of N. Y. vs. N, Y. C. & H. R. R. R. 
Co., 24 I. C. C., 55 (see page 1240 of the June 22, 1912, 
issue of the Traffic World), and R. R. Commissioners of 
La. vs. T. & P. R. R. Co., 229 U. S. 236 (see page ... of 


WG aise oass .... issue of The Traffic World). 











Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 

March 29—El Paso, Tex.—Examiner Worthington: 
7238—M. Canales ‘vs. va H. & 8S, A. Ry. Co, et al. 


March 29—Washington, C.—Commissioner Meyer: 
6672—Application of thes Central of eS Ay Ry. Co. under 
the Panama Canal act, 
March 29—Washington, D. C.—Examiner Bell: 
7356—City of Steubenville vs. Tri-State Ry. & Elec. Co. et al. 
March ee. Tenn.—Examiner McGehee: 
= . C. Dunningham & R. G. Morton vs. N.C. & St. L. 


7877—-Oregill Bros. & Co. vs. Ill. Cent. R. R. Co. 


March 30—Albuquerque, N. M.—Examiner Worthington: 
7676—B, J. Johnson vs, A. T. & S. F. Ry. Co. 


March 30—Paducah, Ky.—Examiner McGehee: 
7305—Mutual Wheel Co. vs. N. C. & St. L, me. et al. 


March 31—Louisville, Ky.—Examiner McGehee 
7666—Headley Lumber Co. vs. N. O. Gt. Nor. R, R. Co. et al. 


April 1—Woodward, Okla.—Examiner Worthington 
6737—J. H. Criswell vs. W. Falls & N. W. Ry. Co. et al. 


April 2—Memphis, Tenn.—Examiner Gaddess: 
= portion of Fourth Section Application No. 1952 of the 
& N. R. R. Co. which seeks authority to continue lower 
ae on cottonseed oil and cottonseed products from Mem- 
phis, Tenn., to Ohio River crossings and points north than 
are in effect from Brownsville, Tenn., and other inter- 
mediate points, 
April 5St. Louis, Mo.—Examiner Gaddess: 

Such portions of following Fourth Section applications as 
relate to class and commodity rates between East St. 
Louis, St. Louis, Mo., and Ohio River crossings, Also be- 
tween Ohio River crossings in themselves: 

Illinois Central. 

3965—Cincinnati, New Orleans & Texas Pacific. 
1952—Louisville & Nashville. 
1548—Southern Ry. Co. 
1065—Louisville, Henderson & St. Louis. 
seule & Ohio R. R. Co. 

4219—Missouri Pacific. 
799—St, oa & San Francisco. 
2072—J. F. Tucker, Agent. 


Aorll 7—Oral ee ae at Washington, D. C.: 
‘. & S. 558—Rate on uncompressed cotton and linters concen- 
: trated and compressed in transit at Alexandria, Va. 
'. & S, 564—Rules and regulations governing checking bag- 
gage, combination of tickets. 





6861—Athens Glass Co. et al, vs. B. & O. R. 2 et al, 
6817—Kanotex Refining Co. vs. A. T. & S. 
6846—Mutual Oil Co. vs. A. T. & S. . 

April 8—Oral argument, Washington, > 
7453—Philip Care Mfg. Co. et al. vs. PFS ta et al, 
6788—Superior g. Co. vs. M. St. P. & S. S. M. Ry. Co. 
6194—Holmes & Hallowell Co vs. Great Northern Ry. et al 
6357—Imperial Elevator Co. vs. Great Northern Ry. 
6715—Interior Lumber Co. vs. Northern Pacific Ry. Co. 
6352—Magill & Co. et al. vs. Northern Pacific et al. 
6983—Lamport Lumber Co. vs. C. M. & St. L. et al 
Se — ao a a 
7004—Marcus Johnson vs, Grea 0 
7498—Christenson-Imes Lumber Co, ~ Mostiers Pacific et al. 


April 8—Argument at Washington, D. 
7253—Sandusky Portland Cement Co, ~ “Cc. & N. W. Ry. et al. 
April 9—Oral argument at Washington, D. C.: 
3918—R. R. Commission of Louisiana vs. st. L. S. W. et al. 
6160—Minneapolis Threshing Machine Co, vs. Minneapolis & 
St. L. R. R. Co. et al. 
6181—Minneapolis Threshing Machine Co, vs. M. St. P. & S. 
S. M. et al. 
April oDesk argument at Washington, D. C.: 
l. & S. 540—Lumber — from points in Arkansas and other 
| States e Sioux City, 
.-&5&. —Grain elon allowances at Kansas City, Mo., 
~ soo points. 
Ce Nene Lumber Co. vs, St. L, L M. & 
outhern, 
7444—-Memphis Band Mill Co. et al. vs. C, a I. & P. Ry. Co. 
April 12—Des Moines, Ia.—Examiner Gaddi 
Fourth Section Application No. 9867 of C. R. L & P. 
ro arte argument at Washington, D. C.: 
& S. 520—Rates, lumber, from southern points to Ohio 
* River crossings and other * points. 


April —o argument at Washington, D. C.: 
1, & S. 525—Coal rates from Illinois mines to Omaha, Neb., 
and other points. 
April 15—Oral argument at Washington, D. C.: 
7264—G. B. Merrill & Bros. vs. Illinois Central et al, 
7370—Wood-Curtis Co. vs. Southern Pacific. 
7280—W. F.. Boardman Co. vs. Southern Pcie et al. 
April 16—Oral ar, ent at Washington, D. C.: 
oo era Spring Distilling Co. et al, vs. L. H. & St. L 
y. Co. e 
aig nonmond Commercial Club vs. L. & N. et al. 
7286—Henderson Commercial Club vs. Thinois: ‘Central et al. 
April 17—Oral argument at Washington, c.: 
7109—Cape Girardeau Portland Cement Ro: vs. 8. LL. & S. B. 
6710—Bonners Ferry Lumber Co. vs. Great nore 
eae awk Board of Trade et al. vs. Ind., C. & C. Trac- 
on Co, e 
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April 19—Oral argument, Washington, D. C.: 

1, & S. 545—Trap or ferry car service charges. 

April 20—Oral argument, Washington, D. C.: 
eae F wgengee Joint Traffic Bureau vs. M. L. & T. R. R. 
. §. Co. 

7468—Florida Citrus Exchange vs. A. C. L..et al. 

7439—Commercial Exchange of Philadelphia vs. P. R. R. et al. 

7494—Commercial Exchange of Philadelphia vs. P. R. R. et al. 
April 21—Oral argument, Washington, D. C.: 

6080—Elmore-Benjamin Coal Co, et al. vs. C. & O. Ry. et al. 

7122—Casey-Hedges Co, et al. vs. C. & O. and T. P. Ry. 

7521—Meeker & Co. vs. C. R. R. of N. J. 

7560—Meeker & Co. vs. Hrie R. R. et al. 

April 26—Chicago, Ill.—Examiner Kelly: 

i, & S. 518—Withdrawal of regulations coverning concentra- 
tion of dairy products. 

April 28—Chicago, Ill.—Examiner Kelly: 

1. & S. 548—Minimum charge for shipments of packing hcuse 
products, fresh meats and other articles transported in 
peddler cars. 

April 30—Chicago, Ill.—Examiner Kelly: 

1. & S. 549—Stopping of cars in transit to complete loading 
or ally unload. 
May 17—Chicago, Ii.—Commissioner Daniels: 

. S. 600—Western passenger fares. 





HEARINGS AT CHICAGO—COMMISSIONER DANIELS. 
i. & S. Docket No. 555—Rate Increases in Western Classification 
Territory. 

Tuesday, March 30; Wednesday, March 31; Thursday, April 1; 
Friday, April 2—Evidence of protestants and interveners in 
rebuttal of evidence obtained from carriers in the first four 
days of the hearing. 


DIGEST OF NEW COMPLAINTS 


No. 7821. Sioux City Commercial Club Traffic Bureau et al. 
vs. Burlington et al. 
nst combination of rates on corn from points on Great 
Northern north of Sioux City and destined to points in Kan- 
sas, Missouri and Oklahoma as excessive, unjust and un- 
reasonable and unduly prejudicial against Sioux City dealers 
and millers and in favor of dealers and millers at Omaha and 
Kansas City. Ask for a cease and desist order and reason- 
able rates. } ; 
No, 7822. Levering Bros., Baltimore, vs. Philadelphia, Balti- 
more & Washington et al. : : 

Alleges excessive storage charges on shipment of old tin 
eens from Baltimore to Elizabethport, N. J. Asks for repara- 
tion. 

No. 7823. Ohio Iron and Metal Co., Chicago, vs. Pennsylvania 
R. R. ‘Co. et al. 

Unreasonable charge on scrap iron from Chicago to the 
Allegheny Steel Co., Brackenridge, Pa. Asks for cease and 
desist order and reparation. 

No. 7824. Standard Lumber Co., Birmingham, vs. Atlanta & 
West Point. 

Unjust and unreasonable demurrage charges on a car of 
lumber at West Point. Asks for reparation. 

No, 7597, Sub. No, 11. Union Oil Co. of California vs. Atchison. 

Reparation for switching under Los Angeles decision. 

No. 7597. Union Oil Co., as assignee for Union Wells Supply 
Co., vs Atchison. 

Same as preceding. 

No. 7825. John H. Murchland et al., Steubenville, O., vs. Pitts- 
burgh, Cincinnati, Chicago & St, Louis. 

Unjust and unreasonable and unduly discriminatory rates 
on milk from Hanlin Station, Pa., to Steubenville, in that 
the rate on a five- on can from Hanlin to Steubenville is 
14c for a haul of eleven miles, while from the same station 
to Pittsburgh, a haul of thirty-two miles, it is only 7c. Ask 
for 7c rate and reparation. 

No. 7825, Sub. No. 1. Thomas A. Pettibone et al. vs. Pitts- 
burgh, Cincinnati, Chicago & St. Louis. 

Unjust and unreasonable rates on milk from Wierton, W. 
We. to Steubenville, O. Ask for reasonable rates and repara- 
tion. 

No. 7826. Philadelphia Milk Exchange vs. P. W. & B. et al. 

Unjust and unreasonable rates on milk, cream, etc., from 
stations in Maryland, New Jersey and Delaware to Philadel- 
phia. Ask for just and reasonable rates and reasonable mixed 
carload rates. 

“— a W. F. Peters & Co., Fort Spring, W. Va., vs. C. & 

. et al, 

Alleges absolutely and relatively unjust and unreasonable 
charges on six single deck carloads of live stock from Fort 
Springs to Jersey City and Baltimore, through failure of car- 
riers to provide double deck cars when requested. Ask for 
cease and desist order and reparation. 

No. 7828. Knoxville Iron Co., Knoxville, Tenn., vs. Atlanta, 
Birmingham & Atlantic et al. 

Alleges unreasonable rate on iron ore from Chalybeate 
Springs, Ga., to Knoxville, Tenn. Asks for reasonable rate 
and reparation, 

No. 7829. Heider Mfg. Co. and Iowa Vale Co., Carroll and 
Oskaloosa, Ia., vs. Chica: Great Western et al. 

Unjust and unreasonable rates on agricultural implements 
and iron water gates from Carroll and Oskaloosa to Omaha. 
Ask for just and reasonable rates and reparation. 

No. 7830. Northern Colorado Coal Co., Coalmont, Colo., vs. Colo- 
rado, Wyoming & Eastern et al. 

Unjust and unreasonable rates on coal from Coalmont, 
Hanna and Rock Springs. Asks for just and reasonable 
rates and reparation. 

No. 7831. C. A, Kaye, Minneapolis, vs. Canadian Northern et al. 
Alleges overcharge on cedar poles from Beaudette, Minn., 
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to South Chicago, carriers imposing minima for two cars in- 
stead of actual weight. Asks for cease and desist order «nd 
reparation. 

No. 7540, Sub. No. 4. Standard Mirror Co., Winston-Salem, N, 
C., vs. Southern et al, 

Unjust and unreasonable rates on plate glass from Ohio 
and Pennsylvania to Winston-Salem. Asks for cease and 
desist order and reparation. 

No. 7583, Sub. No. 10, California Fruit Canners’ Assn., San 
Francisco. 

Reparation for switching at San Francisco. 

No. 7832, Kornfalfa Feed Milling Co., Kansas City, vs. Atchi- 
son et al. 

Alleges unjust and unreasonable rates on refuse syrup in 
tank cars from points in Colorado and Nebraska to Kansas 
City. Asks for reasonable rates and reparation. 

No. 7833. Portland (Ore.) Ry. Light and Power Co. vs. South- 
Pacific et al. 

Against a rate of $3.094 per ton on coal from Wilkeson and 
Burnett, Wash., to Salem, Ore., as unjust and unreasonable. 
Asks for just and reasonable rate not exceeding $2.65 per 
short ton. 

No. 7834. William Hopfman, Cleveland, vs. Yazoo & Mississippi 
Valley et al. 

Unreasonable rate on potatoes from Gramercy, La., to 

Cleveland. Asks for reasonable rate and reparation. 


MINOR UNREPORTED OPINIONS 


(Copies ‘of Unreported Opinions may be obtained from the 
Washington office of The Traffic Service Bureau in =. 
and at the prices stated in the advertisement in this issue.) 








No. A1015, Case No. 6346. Motorcycle Co. vs. Arizona East- 
ern R. R. Co. et al. Sub. No. 1, Same vs. A. T. & S F. i 
Co. et al. Sub. No. 2, Pioneer Cycle Co. vs. A. T. & S. F. Ry. 
Co, et al. Sub. No 3, Pioneer Cycle Co vs. A. T. & 8S. F. . 
Co. et al. Sub. No. 4, Pioneer Cycle Co, vs. A. T. & S. F. Ry. 
Co. et al. Rates charged by defendants for the transportation 
of motorcycles in less than carloads from Armory and Spring- 
field, Mass., St. Paul, Minn., Toledo, Ohio, and Chicago, IIl, 
to Phoenix, Ariz., found unreasonable to the extent that they 
exceeded one and one-half timtes first class rates. Reparation 
awarded. 

No. A1017, Case No. 6221. Ashland Farmers’ Bilevator Co. 
vs. Chicago & Alton R. R. Co. et al, 1.—Rate charged by de- 
fendants for the transportation of a carload of corn from 
Prentice, Ill, to Fayette, Mo., via East St. Louis, Ill, not 
found to have been unreasonable. 2.—The maintenance of a 
lower rate on corn between Peoria, Ill., and Fayette, Mo., 
than the rates contemporaneously in effect between inter- 
mediate points and Fayette found not justified and relief from 
bn Por pal and short haul rule of the Fourth Section of the Act 

enied. 

No. A1018, Case No. 6305. Wistar, Underhill & Nixon vs. 
A. C. L. R. R. et al. Charges collected by defendants for the 
transportation of a carload of lumber from Bolton, N. C., to 
Auburn, N. Y., originally consigned to Oswego, N. Y., and 
diverted in transit at Phillipsbu Junction, N. J., found to 
have been unreasonable. Reparation awarded. 

No. A1019, Case I. & S. 506. Rates on grain and grain prod- 
ucts to stations in California. Proposed withdrawal of through 
rates on grain and grain products from points of origin in 
Idaho and Utah to destinations in southern California found 
not justified. Tariff under suspension ordered canceled. 

No. A1023, Case No. 7140. George H. Morrill Co. vs. Texas 
& Pacific Co. et al. Fourth class rate of $1.09 per 100 pounds 
as applied to the transportation of returned empty ink barrels 
in less than carloads from Dallas, Tex., to New York,, N. Y., 
found to have been unreasonable to the extent that it ex- 
ceeded one-half the fourth class rate of 54%c per 100 pounds. 
Reparation awarded. . 

No. A1024, Case No. 7162, Louisiana Cypress Lumber Co., 
Ltd., vs. Texas & Pacific Co. et al. Baltimore & Ohio South- 
western R. R. Co. found to have misrouted a carload of lumber 
transported from Harvey, La., to Port Chester, N. Y. Repara- 
tion awarded. 

No. A1021, Case 6460. I. M. George vs. A. T. & S. F. Ry. 
Co. Through rate charged by defendant for the transportation 
from Glendale, Ariz, to Needles, Cal., of a carload shipment of 
hogs, originating at Glendale, Ariz., found unreasonable to the 
extent that the rate charged for the factor of the haul from 
Cadiz, Cal., to Needles exceeded the rate now in effect. Repa- 
ration awarded. 

No, A1029, Case 6449. Stowers Grain Co. vs. St. L. L M. 
& Sou. Ry. Co. et al. 1.—Alleged misrouting of shipment of 
grain from Wichita Union Stock Yards, Kan, to San Antonio, 
Tex., found not to be supported by the evidence. 2.—Repara- 
tion awarded on account of certain demurrage charges un- 
lawfully collected. 

No. A1022, Case No. 7057. Dewey Portland Cement Co. vs. 
Cc. C. C. & St. L, Ry. Co. Complainant shipped a box of steam 
shovel repair parts and a steam shovel dipper handle from 
Marion, O., through St. Louis, Mo., to Dewey, Okla. The sec- 
ond class rate applicable to machinery, N. O. S., was applied 
to St. Louis and the Western Classification second class rate on 
steam shovel parts when completely knocked down and boxed, 
from St, Louis to Dewey. Held: That the machinery N. O. S$. 
rating was properly applied east of the river, but that west of 
the river the third class rate should have been applied on the 
dipper handle. Reparation awarded. 

No. A1027, Case No. 6375. Omaha Bicycle Co. et al. vs. C. 
& N. W. Ry. Co. et al. Rates charged for the transportation 
of motorcycles in less than carloads from Springfield and 
Armory, Mass., Chicago, Iil., and Detroit, Mich., to Omaha and 
Genoa, Neb., found to have. been unreasonable to the extent 
that they exceeded the charges that would have accrued if oné 
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and one-half times first class rates had been applied from Chi- 
cago or the Mississippi River crossings to final destination. 
Reparation awarded. 

No, A1031, Case No. 6222. F. Smith & Son vs. C. & N. W. 
Ry. Co. et al. Following Green Bros. Box and Lumber Co. vs. 
Cc. & N. W. Ry. Co., 29 I. C. C., 473, Held: That the rate of 17c 
per 100 pounds-for the transportation of lumber trimmings, in 
carloads, from Duluth, Minn., to Clinton, Ia., is unreasonable. 
Rate of 13.6c per 100 pounds prescribed as a maximum for the 
future. 

No. A1025, Case No. 7167. McLean Hardwood Lumber Co. 
vs, Ill, Cent. R. R. Co. et al. Reparation awarded because rate 
charged was based on a minimum weight applicable to larger 
cars than the 36-ft. car ordered by complainant. 

No. A1026, Case No. 7308. Cohn Bros, Cigar Co. vs..A. T. 
& S. F. Ry. Co. Following Cowen-Heineberg Co. vs. A. T. & 
s. F. Ry. Co., Unreported Opinion No. A458, Held: That the 
double first class rate on cigars in cases secured with lead 
seals, from San Francisco, Cal., to Chicago, Ill., was unreason- 
able to the extent that it exceeded the first class rate. Repara- 
tion awarded. 

No. A1028, Case No, 6977. Catskill & New York Steamboat 
Co., Ltd., et al. vs. P. R. R. €o. Upon supplemental hearing 
divisions of joint class rates prescribed by previous order of 
the Commission fixed as between complainants and defendants. 

No. A1030, Case No. 6124, Providence Fruit and Produce 
Exchange vs. P. R. R. Co. et al. Rate charged for the trans- 
portation of peaches from Wyoming, Del., to Providence, R. I., 
found to be unreasonable. 


PERSONAL NOTES 


Charles Milbauer has been appointed general agent 
of the Transcontinental Freight Co., vice Charles Vail, 
who has discontinued service with the company. 

F. B. Hillebrand, commercial agent, Lehigh Valley 
Railroad, has been placed in charge of the company’s 
office at 205 Majestic Building, Detroit, Mich., assuming 
the duties formerly performed by G. W. McDevitt, de- 
ceased. E. H. Schuttenberg has been appointed commer- 
cial agent, with office at 28 Produce Exchange, Toledo, 
O., vice F. B. Hillebrand, transferred. 

Horace Booth has been appointed traffic manager, In- 
ternational & Great Northern Railway, with jurisdiction 
over both freight and passenger departments of the re- 
ceivership. L. M. Hogsett has been appointed general 
freight agent. ‘ Both appointments are effective April 1. 


-Charles Hamilton has been appointed district pas- 


senger agent, the Wabash Railroad, with office at Nos. - 


384-386 Philadelphia Bourse Building, Philadelphia, Pa., 
effective April 1. 


M. C. Penticoff has been appointed traffic manager 
Montgomery Ward & Co., succeeding J. Chas. Maddison, 
recently elected a director and secretary of the same 
concern, 


Howard F. Benell, who has just been appointed traffic 
manager of the South American interests of Armour & 
Co., is receiving congratulations from his many Chicago 
friends on his well-merited promotion. Mr. Benell has 
been connected with Armour & Co. for the past ten 
years, and during that period has been in charge of traffic 
at practically every plant of importance owned by that 
company, starting with them at St. Louis, thence going 
in turn to Kansas City, South Omaha, Sioux City, Chicago 
and Fort Worth. During his stay at Fort Worth he was 
very active in traffic and commercial circles of that city, 
being elected vice-president of the Young Men’s Business 
League, also vice-president of the Traffic Club of Fort 
Worth and a director of the Chamber of Commerce. Mr. 
Benell had complete charge of the transcontinental aero- 
plane flight made by the late Aviator Rogers, from New 
Yorx to San Francisco, several years ago, and achieved 
“i enviable reputation at that time for his organizing 
and executive abilities. The position to which he is now 
promoted is a newly created one, and his many friends 
throughout the country will watch with interest and 
teasure his future career. A farewell dinner was ten- 
‘cred him at the Traffic Club rooms, March 19, by several 
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of his friends in industrial and railroad circles. He ex- 
pects to sail from New York on the Lusitania April 3, 
going to Buenos Aires by way of London. 

Lorenzo J. Dauback, recently appointed to the position 
of assistant general traffic mariager of the Lehigh Portland 
Cement Company was born in Chicago on Oct. 13, 1886. 
He entered the service of the Chicago, Milwaukee & St. 
Paul Railway Company in September, 1902, as office boy 
in the general freight department, elevating himself to the 
position of chief clerk to the general freight agent in April, 
1910, which position he held until Dec. 1, 1912, when he 
accepted the position of assistant traffic manager of the 





L. J. DAUBACK. 


Lehigh Portland Cement Company. In April, 1913, he was 
appointed traffic manager with headquarters at Chicago 
in charge of traffic matters west of Pittsburgh. For the 
past year, he has been handling very successfully the cases 
which his company has had before the Interstate Commerce 
Commission, and in recognition of his ability along these 
lines, he has been appointed, effective March 1, assistant 
general traffic manager. His duties, will be as assigned 
pertaining to traffic matters in general, also in connection 
with cases before the Interstate Commerce Commission and 
State Railway Commissions. 





TRAFFIC LEAGUE MEETING POSTPONED. 

On account of the number and importance of hear- 
ings scheduled to take place during the immediate future, 
the meeting of the National Industrial Traffic League, 
announced to be held at Memphis, Tenn., on April 8 
and 9, has been postponed to a date to be announced 
later, probably about the middle of May, but dependent 
somewhat upon other events for which dates may be set 
in the meantime. 
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CAR SURPLUSES AND SHORTAGES 


Statistical Statement No. 2 


The Committee of the American Railway Association 
on Relations Between Railroads, Arthur Hale, chairman, 
has issued Statistical Statement No. 2, giving a summary 
of freight car surpluses and shortages for March 1, 1915, 
with eomparisons. 

Total surplus—March 1, 1915, $304,284; Feb. 1, 1915, 
280,573; March 1, 1914, 159,480. 

The surplus for Feb. 1, 1915, shown above includes 
figures reported since the issue of Statistical Statement 
No. 1, and confirms the estimate made therein. 

The increases over February 1 are chiefly in the 
West and central South. 

Total shortage—March 1, 1915, 297; Feb. 1, 1915, 
1,162; March 1,-1914, 5,573. 

The figures by classes of cars follow: 


Classes Surplus Shortage 


50 

20,592 41 
158,293 14 
46,713 192 


—_—_——- 


304,284 297 


The German American Car Co. 


General Offices 
Harris Trust Bullding, Chicago 


TANK CARS—For Lease or Sale 


where no mortal 


yee can 
Mailing Lists. shins 


covering all classes of business, professions, trades 
or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 


Ross-Gould, 512 N. sh st, St. Louis 


REVOLVATOR 


Reg. U. S. Pat. Off. 


In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
bettes, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 


It will pay you to investigate this 


machine. Write for Bulletin TR 28, 
“The Revolvator.” 


N.Y. REVOLVING PORTABLE ELEVATOR CO. 354 SARqzEL> ave. 
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Unlimited Possibilities! 2/¥ 
Thousands of large shippers and all railroads need trained Traffic 
Experts and aoe ly created positions are open with 
salaries of $35 to $ weekly. The demand for trained men is 
pe than the supply. Recently enacted railroad rate laws and 

terstate Commerce regulations have produced new conditions 
that necessitate trained specialists—men who know how to route 
shipments, to obtain shortest mileage, quickest deliveries 
—lowest rates. With such knowledge you can en for an 
important, big-salaried position with a future—quick. 


WE TRAIN YOU BY MAIL 


at home, in spare time, without giving up your position or income. The cost is 
small—we make the payments to suit you. All you need, to get into this powerful, 
big paying occupation is our training. No matter where you live, what you work ff 
at now, how small your pay, how long your hours—no matter what your age or 
education—if you can read and write intelligently—our Interstate Commerce Course 
will train you expertly to handle proficiently a big Traffic job—to merit and retain 
influence, respect, power and puts you in way to earn $35.00 to $200.00 weekly. 


Most Thorough Method Known 


The La Salle method is simple, practical, logical—anybody can readily master it. 
It is the work of some of the greatest Traffic Experts in America. It covers thor- 
oughly every feature of the profession you will ever need to know—it is different 
and more complete than any other method of home-trainingin Interstate Commerce 
ever known. This is the largest home-study Extension University in the world- 
our graduates are real experts—they are trained todo the kind of work that com: 
mands big positions. 


New, Uncrowded Occupation 


This is a new, uncrowded occupation—there’s room for you if you pre- 
pare at once. Let us train you now fora big future with power, dignity, respect and 
a big income, with almost unlimited opportunities. Don’t remain in a small job 
that thousands of men are constantly after—let us make you the master-—the 
big man—a successful leader among men. 


FREE—Wonderful Book 


Send the coupon below now and receive free copy of our much- talked-of 
book ‘10 Years’ Promotion in One’’—learn more about the opportunities afforded 
Traffic Experts with our training—learn about the big opportunities now opet- 
learn how easy it is for us to make you a traffic specialist. Remember only trained 
men can secure the big positions now opeh—remember that big employers are 
seeking trained and competent office men. Send the coupon—no money. 


La Salle Extension University, Chicago, Ill. 
Lo fa a a, aa an 


La Salle Extension University, Dept. C611, Chicago, Ill. 


I. Send at once, without expense to me, FREE copy of your famous book, 
“10 Years’ Promotion in One;”’ also book telling how I may, without interfering 
j with my present position, prepare myself as Traffic Expert. 
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9971 
Electric Trucks 


There are practically 10,000 Electric trucks 
in service in the United States to-day— 
many more than most business men think. 
By Electric trucks we mean Electric com- 
mercial vehicles exclusive of business run- 
abouts and other passenger Electrics. There 
are no converted passenger cars listed as 
“commercials” in the Electric truck field. 


BIG 


PAY! These 9971 (Jan. 1, 1915) Electric trucks, representing 
oe an investment of $22,500,000, have been purchased 
men is by shrewd buyers largely since 1911. However, mere 
i volume of output falls far short of expressing Elec- 
route tric vehicle progress. When the introductory work 


— in 127 lines of trade is completed, watch the Electric 
or an . . . 
truck, particularly, come into its own! 


The G. V. Electric is the recognized leader in its field 
and rightly so, for over 50 per cent of the heavy duty 
Electrics in America are G. V. designed, built and 
sold. For 80 per cent of the city trucking—for 
‘Teaming by Electricity,” anywhere (on good muni- 
cipal highways) G. V. trucks are the one sure insur- 
ance of efficiency and economy. 


Have you seen our 1915 catalogue? 


yu pre- 
ect and 


- General Vehicle Company, Inc. 
Long Island City, N.Y. © 


New York, Chicago, Boston, Philadelphia 


Copyright, 1915 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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CHARGES RAILWAY MAIL PAY “LOOTS” 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


Are the railroads receiving less or more than ade- 
quate pay for hauling the mails? Postmaster-General 
Burleson, in a statement made public on March 22, says 
they are actually “looting the postal revenues,” so high 
is the compensation. It takes about 4,000 words for Mr. 
Burleson to express his indigation over the defeat of the 
postoffice appropriation bill at the last session of Con- 
gress. He says it was brought about by the lobby of 
the Committee on Railway Mail Pay, which, in turn, he 
says, has maintained an expensive press bureau service 
which has spread abroad the idea that the government is 
paying less than a fair rate for the carriage of the mails. 

The statement is too long to be published in full. It 
is a curious document. In one place it asserts that the 
railroads are looting. In another it says that if the Moon 
provisions of the postoffice bill had been enacted into 
law, the pay of the railroads would have been slightly 
increased. 

The railroads therefore are severely arraigned in the 
statement and the public is informed that Mr. Burleson 
deems it his first duty at the next session of Congress 
to renew his fight for discarding the weight basis and 
the substitution therefor of the space basis for making 
compensation. 

A benevolent looking old gentleman named Cowles has 
been around Washington for years advocating that basis. 
Whenever the Interstate Commerce Commission has al- 
lowed him he has urged it upon its members as a sure 
relief from the troubles that afflict them in their endless 
hunt for a reasonable and non-discriminatory rate. Most 
of the time, however, he is firmly urged to be short in 





BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rail and Water Connection 





Fort Worth Warehouse & Transfer Co., Inc. 
FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Paid. 
ABSOLUTELY FIREPROOF WAREHOUSE 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 


Western Transfer and Storage Co. 


516 to 522 San Francisco St. 

EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 

TWO WAREHOUSES ON TRACK. 


EDGAR’S SUGAR HOUSE, Inc. 


520-582 LAFAYETTE BLVD. 
DETROIT, MICH. 
Eight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


THE TRAFFIC WORLD 





Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, Etc. 





Vol. XV, No. 13 


his remarks and to remember that not all the railroads 
are owned by the same company, wherefore it is incum- 
bent upon a governmental agency to see that every rail- 
road is given a fair deal. The Cowles idea is incorporated 
in the bill that failed. 

Another amusing part of the statement is that the 
car-mile revenue from passenger business in 1912 was 
24.94 cents and the rates of mail pay atford a car-mile 
revenue of 23.03. 

Those who have read the observations of the Com- 
mission to the general effect that passenger fares are too 
low to cover the cost can appreciate the crushing force 
of Mr. Burleson’s argument that because the mail reve- 
nues are nearly as high per car-mile as passenger busi- 
ness, the railroads are “looting” the postal revenues. 

Another smile-provoking thing in the statement is 
the argument that because the government always pays 
its bills, it is entitled to a lower basis of pay for the 
carriage of the mails. “Certainty and regularity of* pay- 
ment” is mentioned as one of five reasons why the rate 
should be lower. That argument is made by Second 
Assistant Postmaster-General Stewart, who is also the 
man who told the postmaster-general that the fact that 
the car-mile revenue from mail is almost as high as the 
revenue from passenger traffic, tends to prove that the 
railroads are “looting” the postal revenues. 


POSITIONS WANTED OR OPEN 


$-124, care The Traffic World, Chicago, wants a traffic 
position where there is opportunity .to demonstrate the 
value of expert traffic information and where results will 








be substantially rewarded. 





EXPORT BUSINESS 


Most manufacturers are waking up to the fact that thie 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON @ CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 





Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GENERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WD STORE, PACK AND SHIP HOUSEHOLD GOODS. 
















ST. JOSEPH TRANSFER CO. 
« PONY EXPRESS ” 
ST. JOSEPH . - - 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT: SERVICE GUARANTEED. 


MO. 
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Security Warehouse Company 
MINNEAPOLIS, MINN. 


Northwestern Distributors for nearly all Nationally 
Advertised Commodities—iwenty Car Trackage Space. 
Motor Truck delivery in Minneapolis and St. Paul. 





Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Buliding 
ST. LOUIS . 1501 Wright Bullding 
Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 





Terminal Transfer & Storage Company, Inc. 
U..8. Bonded Transfer (Mobile, Alabama 


Forwarding Agents and Distributors of ‘Carload freight. 
Modern Storage Warehouses with track connections. 








D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2126 Central Street. 
TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIBS. 


Direct Connections With All Rallroads. Fireproof Storage, 
Sprinkler System. ; 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 








Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 


Jos. Stockton Transfer Co. 
536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


THE TRAFFIC WORLD 


Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 


BUFFALO, N. Y. 
350-356 Seneca St. ‘Unsurpassed facilities” for stor- 


ing; handling, transferring and forwarding goods. Tele- 
phone No, 633. 





Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


import ana export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
anes Ry ees ae goumece gity, Mo, 

Exclusive or Merchan rage, Forwardimg and 
Distribution. Guaranteed Service. Lowest rates im 
United States. Bonded and free warehuuses. Write us. 
We like to answer questions. Our bookiet, of interest 
to any concerm doing a warehousing or d juting busi- 
ness, free for the asking. 


Pearce Forwarding Company 
GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 








Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 





The Benedict Warehouse & Transfer Company 


DENVER, COLO, ~ 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENWRAL 
WAREHOUSING. 





Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACE 
INSURANCE RATE 20 CENTS 
TRACKAGE SPACE, 10 CARS. GENERAL TEAMING 
AND AUTO SERVICE, 
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HAVE you yet spoken to any of the 
rem Other officials of your company about 
our magazine 





se ncn i 





Every corporation, firm and individual en- 
gaged in interstate trade is subject to some 
or all of the provisions of the Federal Trade 
act and the Clayton Anti-trust law and the 
work of the Federal Trade Commission and 
the Courts in the administration of these 
new laws is to be F’ederal Trade Reporter's 
exclusive field. 


It is published semi-monthly and costs only 
three dollars a year. 


Sample free on request. 


The Federal Trade Service Corporation 
418 South Market Street - - - . CHICAGO, ILL. 


Let us tell you about the Special Service performed for Corporations 
subject to the Federal Trade Commission Act. 





